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for bis expecting that he would get the appointment of | it attractive and complete in every respect. How hard, how 

Superintendent of Machinery, if he wasconsidered competent | ably and how faithfully the subject of this memoir worked 

for the place. Unfortunately, when Mr. Watson’s successor | to accomplish the work intrusted to him, probably only 
"| came into office, Mr. Fry, from motives of delicacy, did not | those who were closely associated with him know. 

urge his own claims, and no friend acted in his behalf, and| Mr. Fry had in a wonderful degree the capacity for inves- 
| another applicant was appointed tothe place. It was said | tigating all subjects submitted for his judgment. With the 
| that when the matter was brought to the attention of the | most enduring patience and energy he would collect ail the 
| authority that made the new appointment, he seemed un- | data relating to a subject, and, as it were, hold his mind in 
|aware that there was such a person as Mr. Fry in the | reserve until he had collected all the available material on 
The sad news of the death of Howard Fry, which was employ of thecompany or that he was a person of excep- | which to form an opinion and base his conclusions. He was 
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published last week, has caused the most profound sorrow | tional ability and unquestioned integrity. 


among not only his relatives and near friends, but among a | 


It was a great disappointment to poor Fry. 


| not aremarkably ingenious man, nor was he a very skillful 


It seemed to | designer of mechanism, but he had, what was per- 


large circle of acquaintances and associates who are to b® | him as though at the very threshold of success he had | haps much more valuable to his employers, a judicial me- 


found in all parts of the country. 
of grief have come 
he had been brought into contact, and 
cases from those who seemed least likely to appreciate his 
noble character or be influ- 
enced by his example. In 
truth it has only been since 
his death that the extent of 
his influence has been learned, 
and it has been mude appar- 
ent that the lives of the hum- 
blestemployés under him as 
well as those higherin au- 
thority than he, all felt the 
influence of his character, 
were stimulated by his 
energy, and made more hope- 
ful and helpful by his in- 
tegrity and his kind-hearted- 
ness. 

He was born in England, 
and at thetime of his death 
was only 36 years of age. 
His father was a member of 
the Society of Friends and 
devoted much of his time, 
during the latter years of his 
life, to lecturing in favor of 
international peace and in 
opposition to all war. 

Howard Fry was married 
in 1872 to Eliza T. Lawford, 
the daughter of T. W. Law- 
ford, who is now British 
Vice-Consul at Baltimore. 
His wife and four children 
survive him, the oldest ten 
vears, and the youngest only 
a few months old. His 
brother, Clarence Fry, is of 
the firm of Elliott & Fry, the 
noted photographers in Lon- 
don. His sister is the wife of 
Mr. Elliott, and another 
brother resides in Brighton, 
England. 


He commenced his busi- 
ness career in the shops of 
the Southeastern Railway, at 
Ashford, which then were 
under the charge of Mr. Cud- 
worth. After finishing his 
apprenticeship he was made 
assistant foreman and loco- 
motive inspector at the shop 
at Bricklayer’s Arms in Lon- 
don. While under Mr. Cud 
worth he was employed part 
of the time in making ex- 
periments in the combustion 
of coal in locomotives, which 
no doubt bad much to do 
with directing his attention 
to this subject afterwards. 
Among the devices experi- 
mented with was Cudworth’s 
fire box, with a long and 
steeply inclined grate, in the 
efficiency of which Mr. Fry 
always felt great confidence, 
and when engaged on the 
Erie Railway he built a 
boiler in which this form of 
grate and fire-box were to be 
used, but before it could be 


tried he left the employ of the company, and his successors | 


were not imbued with the same faith in it that he had, and 
it was abandoned. 

In March, 1867, he came to Canada and was appointed 
Locomotive Inspector on the Grand Trunk road. He re- 
mained in that position until Jan. 1, 1868, when he was ap- 
pointed Assistant Mechanical Superintendent of the Eastern 
Division. In 1873, when Mr. Watson was President of the 
Erie Railway Company, he made inquiries for a competent 
person for the position of Superintendent of Motive Power 
for that road. Mr. Fry was recommended for the place, 
and Mr. Watson soon after appointed him with the title of 
Supervisor of Locomotives, under Mr. Henry Tyson, who 
was Fourth Vice-President and in charge of the Machinery 
Department of that line. The difficulties and the complica- 
tions encountered by Mr. Watson in the administration of 
the affairs of the unfortunate Erie Company led to his own 


| 


| 


The expressions | failed,and as- though the judgment of his ability, which | chanical mind. He would listen and give heed to both sides 
from all classes with whom | was thus rendered by those above him, was that he was | of a question, and weigh all the arguments for and against 
in some 


incompetent for the place he aspired to. There was then no | a given course, and then cutting loose from tradition and 


other course left to him but to resign his position, 





which he did. As 
known regarding his relations to the Erie Company, | to be learned from British practice, and that not all, nor 


soon as the 


some of his friends secured for him the appointment of 
Superintendent of Motive Power and Machinery on the 


Philadelphia & Erie Division of the Pennsylvania Railroad, | 


with his office at Williamsport, Pa., where he went in 1874. 
He remained there until September, 1881, when the position 
of Superintendent of Motive Power and Machinery of the 
New York, West Shore & Buffalo Railroad was offered 
to him, which he accepted. This gave him an oppor- 
tunity and opened a career to him which few men 
in his occupation ever have. It was a new road to extend 
from New York to Buffalo, for which he was appointed to 
design the rolling stock, the shops and all the equipment. 
The purpose of the managers was to have this done in the 
very best manner. It was and is intended to be a main line 


| alongside the New York Central Railroad, and to compete 


and to Mr. Tyson’s retirement. The latter seemed to open a | with the older road. Noexpense, nor ability, nor ingenuity 


chance for promotion to Mr. Fry, and there was good reason | which the new road could command was to be spared to make 


prejudice and engineering cant—-for there is such a thing— 
he would form his conclu- 
sions from the evidence before 
him He was singularly with- 
out prejudice and pride of 
opinion, although he would 
urge his own views with 
great vigor when he thought 
that they were sustained by 
sound reasons and indubit- 
able facts, and was tenaci- 
ous of his own conclusions 
when he was convinced they 
were right. 


He was an active member 
of the Master Mechanics’ and 
the Master Car-Builders’ as- 
sociations and always took a 
great interest in their pro- 
ceedings. He aided very ma- 
terially in the reorganization 
of the latter Association, and 
did much to make it success- 
ful. At the time the new 
constitution was in process 
of formation he assisted by 
his advice and counsel in 
getting over difficulties and 
reconciling interests that 
were in danger of conflict- 
ing. 

Of his own character, as 
known to those who were ac- 
quainted with him __inti- 
mately, no one who knew 
him in such relations can 
write, excepting with feel- 
ings of most tender affec- 
tion. Among all those with 
whom he was acquainted he 
was respected, and there was 
a general feeling of the most 
implicit confidence in his in- 
tegrity wherever he was 
known. A foreigner in a 
foreign land, he was some- 
times placed in embarrassing 
positions through the ig- 
norant prejudices of those 
who knew little about bis 
country. Insuch cases it was 
amazing to see the patience 
with which he would bear 
with their obtuseness, and 
explain what they seemed so 
unwilling to understand. The 
gleaming smile, too, with 
which he would receive any 
good natured chaffing about 
the Britishers and Yankees, 
his friends will never forget. 
It is not too much to say, 
too, that his intercourse with 
those engaged in his own oc- 
cupation, and otbers collat- 
eral to it, has bad the effect 
of diffusing among = such 
people over nearly the whole 
of this country a_ kindlier 
feeling toward the whole 
English people, and he 
taught many of those with 


facts became ; whom he associated to appreciate bow much there is 


of all the best, engineering ability is to be found on this 
| side of the Atlantic. 

In his willingness and eagerness to help those below him, 
he had what is a characteristic trait of a great man. He 
felt much sympathy with working-men, and took a deep in- 
| terest in everything that promised to elevate their character 
and condition, although he was without toleration of those 
| who neglected their duties, or were disloyal to their 

employers. Among the trying events of his life 
was the strike of the men on the Erie road 
| while he was engaged there. It is too long ago 
and the facts are too much faded from view to express 
| judgment on the conduct of the strikers or those who op- 
| posed them, but it was a touching incident, when all that 
| was left to honor, except the memory, of him who resist- 
jed their efforts years before, was brought over the Erie 
oad, as the car camethrough Susquehanna these same men 














292 


THE RAILROAD GAZETTE. 





placed on it a basket of flowers with the simple words, 
““ not forgotten.” 

But although there is so much that is inexpressibly sad in 
his death, he has left bebind him an example of a noble 
career “hich is open to all. He was taken away on the very 
threshold of success, and before he had reaped the reward 
which the succeeding years of his life would have so cer- 
tainly returned to him, He accomplished what he did, in 
this country at least, without the personal influence of any 
one excepting those who were attracted to him by the cer- 
tain indications of his ability, intelligence and _ in- 
tegrity. It is no uncommon thing to hear young 
men lamenting that there is no career open to them, 
because they bave none of that rather vague thing called 
“‘influence.” In the lifeof Howard Fry we have an ex- 
ample of bow a man, without any very great advantages of 
education, nor supereminent ability, coming a stranger into 
a new country where he was unknown, and by simply man- 
ifesting that be was true, honest and faithful, and that he 
knew how to perform his duties, can succeed so as to be 
honored, and can achieve what is worth much more than 
wealth. He was an exampie of a man who was willing to 
be poor in order that he might be bonest, and those who 
areon the threshold of life may be certain that their integ- 
rity will not last long, if there is not back of it the same 
readiness to forego the gratifications which wealth promises 
for the sake of retaining an entirely unblemished character. 

But there was more in the life of Howard Fry than an 
illustration of a suceessful resistance to merely sordid mo- 
tives, and of the achievement of success in his 
calling by honorable means. To those near him 
he somehow made life seem much _ better worth 
living, because of his companionship, generosity and 
helpfulness. He took great interest in his occupation and 
its duties, and he regarded it not merely as a means to the 
end of money-getting, but be took pride in bis work in the 
broad sense that to do it faithfully and to advance the 
general knowledge of it helped to make the world a 
more desirable place to live in, and its occupants 
more comfortable and happy. He was always ready 
to entertain suggestions which incicated in any way 
how railroad accidents could be prevented, or which would 
mike the occupaticns of railroad employés less dangerous. 
He was one of the most ardent advocates of the use of the 
block system of running trains. That he should have been 
taken away by an accident which that system would have 
prevented is inexpressibly sad. No words that can be 
spoken or written can make it seem less so. His life, is, 
though, an example of a man who, sought success, yet 
subordinated his efforts to achieve it to the fixed pur- 
pose of retaining his integrity, and who never even al- 
lowed the bloom to be brusbed from his character, nor 
the fragrance of his reputation to be sullied. His mem- 
ory will always inspire those whuv knew him well, with 
faith in what is right and true, and of hope in the future 
of maukind, if, as he showed, men, under the ordinary cir- 
cumstances of life, may still live as nobly as he did. 

M.N.F. 


Sontributions. 


Train Rules. 


L. 
(Copyright, 1883, by the Railroad Gazette.) 

Notwithstanding the large number of talented and _bril- 
liant men engaged in the management of American rail- 
ways, and the vital interest each railroad company has in 
the adoption of all possible means of safety in the manage- 
ment of trains, which are the very life of a railroad (espe- 
cially such means as are independent of mere wealth and do 
not eat into the dividends), the first idea that strikes one on 
a comparison of a half-dozen different time-tables, taken at 
random, is the incongruous and confusing variety of ‘‘ rules 
and regulations * which may be found on the backs there- 
of. And these are rules, be it remembered, which are osten- 
sibly general in their character, and supposed to be as appli- 
cable to a road of thousands of miles as to the shortest. The 
proof is conclusive that if there is any such thing as a stand- 
ard to which such codes of rules ought to conform, the roads 
that do not conform to it must be in a large majority. In- 
deed it is not very difficult to find single time-tables (say- 
ing nothing about the remainder of the half-dozen) 
which bewilder the reader with intricacies far 
beyond the capacity of a ‘Philadelphia lawyer,’, 
not to mention such ordinary mortals as conductors, 
etc., who lay no claim to the mental acuteness of that re- 
nowned class of legal lights. And one would not need to go 
more than a thousand miles to find fair-minded conductors 
and station-agents whose characterization of the matter 
printed on their time-cards is that it is a collection of com- 
mands put together without system or order, but with the 
one ruling motive of making it certain that no loop-hole 
shall be left where any subordinate officer or employé can 
ever throw any responsibility back on the rules or the 
person who issued them. Instances may be found on every 
band where minor rules are understood in a different sense 
by different persons; and they are not hard to tind, where 
those of vital importance are beclouded by the same ambig- 
uity. The Railroad Gazette’s train-accident record with- 
out doubt shows collisions which resulted from ‘‘ misunder- 
standing of orders” in more instances than appear on the 
surface. Of course a large proportion of these cases involve 
only special running orders; but as these frequently, and 
perhaps generally, emanate from the same source as the 
general rules, any true remedy will cure both maladies, 
whichever it is applied to, as the doctors say. 

A single instance which occurred west of the Mississippi 





not long ago, and which was the text for a long newspaper 
discussion, is sufficient excuse for opening the subject, not 
to mention the numerous cases where one person’s misunder- 
standing (or misinformation) is neutralized and danger 
averted by the overcautiousness of another. The fact that 
some of the most incomplete and some of the most ill- 
arranged codes, as well as some of those with the most 
superfiuous matter, have the names of very popular com- 
panies at their heads and of very skillful officers signed to 
them does not remove the necessity for airing the subject. 
The mose skillful coachman drove the nearest to the edge of 
the precipice, but the one who kept as far away from it as 
possible secured the coveted situation. The fact that an of- 
ficer can run a road without accident in spite of the con- 
fusing orders he compels his men to labor under testifies to 
his alertness and executive ability, not tothe symmetry or 
perfection of his system. Without disparagemeut of any 
man or any Class of employés, it may be said that no con- 
ductor, engine-runner or station agent isso experienced or 
skillful as not to be entitled to have his regulations given to 
bim in the simplest, clearest and best arranged manner pos- 
sible; and there are doubtless some roads even in this en- 
lightened nineteenth century that are afflicted with con- 
ductors, etc., whose trustworthiness is none too ‘ colossal,” 
even when they enjoy all the benefits possible to be derived 
from clear language and a systematic plan. 

The best rules ever devised are worth very little unless ac 
companied by sufficient and constant supervision to prove 
that they are put in practice; and the writer entertains 
a strong hope that no imaginary importance of his subject 
will lead him to forget this fact. 

With this preface a few comments will be offered on some 
of the points connected with the general subject of train- 
running, which are believed to be susceptible of improve- 
ment by discussion. Although writing for the enlighten- 
ment of railroaders in Alaska, Patagonia and other un- 
fortunate localities, itis not impossible that we may dig up 
some facts worthy of attention in these enlightened parts of 
the world. 

The most common fault of documents of the kina under 
consideration is lack of system. Rules which belong 
together are placed on opposite sides of the sheet, one, per- 
haps, printed in type as bold as a book agent, and the other, 
equally important, inserted in small type asa ‘“‘rider” to 
some other rule ; nearly all the strictly local rules put by 
themselves perhaps, and the remainder scattered around 
among the general rules wherever fancy may dictate ; most 
of the rules for a certain class of employés placed together, 
and headed, for instance, ‘‘ To Conductors,” while some be- 
longing in the same category are placed in ‘‘ Train Rules,” 
or some other department, where their force on the proper 
person is weakened, and where they are liable to confuse 
others to whom they do not apply. Amendments and con- 
ditions seem always to be made as if the original compilation 
were perfect, little, if any, care being given to the erasure 
and alteration of old rules to make them consistent with the 
new. The position of the numbers attached to the rules 
would seem to be governed by the caprice of the typesetter 
or the frequency of his pauses to ‘‘go and see a man,” 
rather than by any intelligent plan. Severalimportant sub- 
jects will be found grouped under one head, and then, 
perbaps, in the next column a single simple rule divided in 
the middle, and a number inserted where nothing buta 
comma is required. Some codes are spread over a hundred 
pages of a bound book, while others, for much larger roads, 
are condensed to a single page. One or the other of these 
plans must ke wrong. 

In a matter involving interests of such magnitude, simpli- 
city and directness of statement and language would seem 
to be of the very first importance, especially when dealing 
with men of such various degrees of intelligence; and this 
principle is, indeed, in many instances recognized and ap- 
plied with more or less success, but when it is seen that. the 
briefest of the codes have the most ambiguous language and 
that the more elaborate ones plunge into all imaginable in- 
tricacies it must be confessed that there is still room for im- 
provement. One of the first essentials to a sensible set of 
rules is uniformity of style and this can be secured best, and 
perhaps only, by having the whole edited or written by one 
verson. It will be objected, of course, that literary style or 
any semblance of it is thrown away on such prosaic matters 
as those under discussion, but a close examination of the 
real meaning of the term shows that we have style of some 
sort whether we will or no, and it must be remembered that 
to ‘‘get the best” is our present aim and the‘‘correct thing,” 
in language as well as in other particulars, would 
surely survive as “the fittest” in any reason- 
able competition, whether it were before a comparatively il- 
literate engine runner or before a college-bred president or 
railroad commissioner. A person of the last-named class 
would, indeed, probably judge by a standard which regards 
simplicity and elegance or refinement as almostor quite 
synonymous terms ; and yet, on reflection, and in view of 
the large number of readers of this class of literature who 
have prejudices against any word that seems to have come 
from a dictionary, it is believed that symmetry and the pre- 
vailing usage (where founded on nice distinctions) may 
oftentimes be sacrificed with advantage. The accomplished 
editor of Harper’s Weekly or the polished President of Har 
vard University would, without doubt, express railroad 
ideas, or any ideas, in the very best language, judging on 
general principles. And yet it might not be best to engage 
one of them to write or edit a code of rules for the present 
generation of train and station men. An officer of long ex- 
perience in the workings of railroads and consequent ex- 
tensive intimate intercourse with the subordinate otficers and 
men would doubtless, in very many instances, putideas ina 
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form more rcadily apprehended by the average brakeman or 
switchman : and do it, too, without sacrificing perspicuity 
or simplicity. Moreover, we must remember that it is not 
the average man that we are writing for ; the lowest grade 
of intelligence with which we have to deal is the one to be 
kept in mind. Ideas made plain to this class must surely be 
clear to their more enlightened bretbren. 

A person wbo makes a rule and writes it down has, pre- 
sumably, a distinct and definite idea of its meaning and 
importance ; and the object of issuing it is to give to the 
recipient an equally clear understanding of it. But every- 
body knows that ideas always lose force in their journey 
from one brain to another, and it would seem that one of 
the first principles to be foliowed in a paper of this kind 
would be to use the most forcible language possible. Yet 
what are the facts? Almost invariably the style used is 
that followed by lawyers in drafting public statutes. The 
aim seems to be to make the language as distant 
and impersonal as possible, with a view to employing some 
third person to intervene and explain the true meaning to 
those whom it concerns. It is notorious that most laws are 
so indefinite that they amount to nothing until they have 
been referred to the courts, and a judge has had a chance to 
interpret them to the ordinary mind. As before remarked, 
train and station men may be found on every hand whose 
understanding of various rules is misty and uncertain, not 
to say dangerously erroneous. Now what could be more 
obvious than the remedy for this? Make directions so plain 
and simple that the simplest mind can comprehend them. 
In giving orders to an employé of acertain grade address 
them directly to him, and leave out all reference to other 
men’s affairs. In other words, make ita rule to speak in the 
second person as much as possible. Numerous instances 
will occur to the interested reader, though I cite a single 
example to make the idea concrete instead of abstract. 

* Parties of track repairers are instructed to 
give warning of any obstruction by sending a flag, 


etc., and enginemen are enjoined to proceed with 
caution, etc.” 


Should the engineman be required to look, for his instruc- 
tions among the section-master’s rules, and sbould the 
section-master have his ideas befogged by a sort of implica- 
tion that his whole gang are to share the responsibility of 
protecting trains? A much better way would be to 
separate the instructions to the two classes of men, and then 
say, for instance: 

** To Mr. , section-master : 
“Rule No. ——. Ten minutes before removing a rail, 
or doing anything that will render the track unsafe tor 
fast trains, you must send a man, etc.” 


It would, of course, be well to fortify this rule by one 
something like the following : 


** You must never allow work done on your section 
except under the direction of a person who fully under- 
stands these rules and knows he must be governed by 
them.” 


The degree of safety and immunity from “ accidents of 
management” enjoyed by most railroads at the present day 
appears to be to a large degree in direct proportion to 
the skill and carefulness of the enginemen, conductors, 
brakeman, station agents, switchmen, telegraph operators 
section-masters and others filling the active responsible 
positions, and whatever efficiency these men show in their 
work is the result almost exclusively of their own well-earned 
experience. Learning wisdom by the study of others’ ex- 
perience (blunders) is a thing that has hardly been attempted ; 
at least not in any systematic way. Rules and regulations 
are indeed ostensibly for this purpose, but the various 
characteristics, pertaining to most codes as herein pointed 
out, and the glaring omissions in many of them,unmistakably 
show that a large part of all railroad government is by that 
vague power termed the unwritten law. 

Allowing that there are many things that can be learned 
only by experience, the fact remains that the tendency of 
the times is toward more dependence on ‘‘ book-learning,” 
not to say dependence on men who, possessing little natural 
ability or ‘‘ gumption,” must have that kind of learning if 
any kind. Whether the companies are employing pocrer 
help or not, there are certain circumstances arising 








from the presence of the modern improvements 
now generally used which tend to impair the 
men’s. efficiency in spite of them. As _ an_ in- 


stance, look at the switch-tender of to-day as compared 
with those of fifteen or twenty years ago. Then every 
careful man in such a position would tell you that his care- 
fulness was the result of ‘“‘hard knocks,” to use a homely 
expression. A green hand who in those days left a switch 
wrong saw and heard certain ‘‘sequences” in the way of 
ditched or wrecked cars, loud-mouthed superintendents and 
general commotion, that proved a vivid and permanent 
warring to him. Now, with a dozen kinds of safety switches 
to lessen the responsibility of the switchman, startling (or 
even exciting) accidents are so (comparatively) infrequent 
that many men of quite long experience have yet to realize 
the actual possible consequences of a blunder and the 
degree of care incumbent upon them. Again, compare 
the passenger brakeman of the present day with those of 
the days of universal hand brakes. Then there were escapes 
from danger by the alertness of brakemen, and the men 
always gave as one of the reasons why they were successful 
the fact that they had *‘ been there before,” i. e., had had 
experience in guarding the safety of trains. Howis it now? 
Brakemen on passenger trains are about the same as passen- 
gers, and those on freight trains are destined ere long to 
have an equally lazy berth. When an emergency arises re- 
quiring a trainman whose wits are sharp from experience, 
and who will do the right thing the first moment (and not 
the second, when it is too late) the chances are that the man 
is not equal to the occasion. Whatever valuable qualifica- 
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tions the modern trainman may have, one of the things he 
will not possess so long as the engineman controls all the 
movements of the train will be skill as a brakeman. These 
facts and numerous others of a similar nature are daily 
making it more imperative that the very best discipline be 
maintained in al] branches of the service; and a complete 
code of rulesis the very beginning of discipline. 

After so much desultory fault-finding and negative illum- 
ination (?) of our subject, it will perhaps be well to assume a 
positive attitude in the consideration of the remaining gen- 
eral question, viz., the degree of importance a principle 
should possess to entitle it to a place among the permanent 
laws of the road. Isay permanent, for a code of general 
rules should of course exclude, so far as possible, those sub- 
jects which are liable to require frequent revision, or which 
are local in their nature. It will be better to look at it in 
this direct way than to commence pulling to pieces an exist- 
ing code by trying to expunge the objectionable or unnec- 
essary clauses. This brings us to the question of arrange- 
ment; the question what to say, and how to say it, being 
necessarily considered together. 

In a work of this kind one may go to either of two ex- 
tremes. On the one hand, every possible contingency may 
be considered and an attempt made to provide for it. Such 
asystem, it will be seen at once, would require frequent 
alteration and revision. On the other hand, attention may 
be given only to such matters as are deemed of the most 
vital importance. The golden mean is doubtle-s between 
these extremes. Leaving out trivial subjects and those 
which would do more harm by befogging others than they 
would do good by any virtue of their own, and not forget- 
ting the difference between should and must, the broad 
question of utility is perhaps the only one that can be uni- 
versally applied. A more consistent compilation could per- 
haps be made by excluding everything except the most in- 
flexible rules, i. e., those with a ‘‘must” in them; but as 
local and temporary circumstanees frequently make it highly 
desirable to consider other subjects, an arbitrary division 
between imperative and permissive commands is in most 
cases inexpedient. 

The relative importance of different subjects is, indeed, 
an important matter and should be carefully shown by some 
means in every line and sentence. Where all kinds of 
rules are placed in one book there should be a well-defined 
standard and everything compared with it. In addition to 
strong language, strong appeals to the eye should be made 
by the use of different sizes of type. Important matter 
should never be crowded into fine print, and matter be- 
longing to foot notes should not be allowed to encumber the 
body of the text. 

The question of what classes of employés should be ad- 
dressed in a book of rules must be decided in some respects 
arbitrarily. Most such books are issued by the operating 
department, and are designed primarily as a guide 
in running the trains and carrying passengers and 
goods safely; but in many cases it is found 
convenient to include in the same manual the instructions 
for certain classes whose occupation does not belong under 
this head. For instance, many companies include station 
baggage-master’s duties, though they properly belong to the 
general passenger department; on the other hand, the 
bridge repairers, stone-masons, etc., are generally omitted, 
though their work is intimately connected with the track 
department (and consequently with train-running), and 
should be considered in a general code as much as a section- 
master’s, if judged simply by the character of the service. 
Theoretically the right plan would be to print the instruc- 
tions for each class of employés in a pamphlet by them_ 
selves, it being simply a waste to print and circulate hun- 
dreds or thousands of copies of rules which are of no possi- 
ble use to more than a dozen persons ; but as it is generally 
more convenient and probably no more costly to put all 
together in one book, the best rule is, perhaps, to include all 
classes (in the operating department) which comprise too 
many individuals to be communicated with in writing. 

Although it is a custom nearly or quite universa) to keep 
the general freight agent’s and the general ticket agent’s in- 
structions separate from the general book of rules, there 
seems to he no very good reason why they should not be 
bound in the same volume with those concerning matters re- 
garded as belonging more strictly to the operating depart- 
ment. 

All rules of whatever nature are liable to require amend- 
ment, and all books should have blank leaves or spaces for 
the insertion of new matter. The printing of all orders on 
sheets of uniform size and ina shape suitable for filing in a 
compact and convenient manner would certainly be a great 
improvement on the present practice of most roads; and if 
they were on sheets of the same size and shape as the pages 


of the general book of rules, a degree of convenience would |- 


be attained which would leave nothing to be desired. 

Laying aside for the present the general ticket (or pas- 
senger) and the general freight departments, the classes 
to be considered may be named somewhat as follows : 

Station Agents _ ; > 
(including switchmen, who are virtually assistant station 
agents) 
Station Masters (passenger) 
Conductors (all) 


fi (freight) 

” (passenger) 
Brakemen (all) 

- (freight) 

- (passenger) _ 
Enginemen (all) 

- (freight) 

= (passenger) 


Section Masters 
What to say to each of these classes will be discussed in a 
future paper. 





is none better. When these two frogs have been put in place, 
it is easy to ascertain the proper place for the centre or 
crotch frog. 
(Copyright, 1883, by the Railroad Gazette.) Putting in a cross-over, which you may have occasion to 
II. " do, is not difficult, except where both tracks may be 40 or 60 
Ret TURNOUTS. : feet apart, and to save track room it may be nevessary to 
This is something every section foreman likes to talk a seeks curve. I bave seldom ie this work es 
about and tell what he knows about, aud is a common sub- | where two curves and a short tangent or reverse curve were 
ject among men in section houses after the day’s work. Itis put in by the eye. An instrument should be used. It is 
wonderful what yarns arespun there when a gang of section | better so, as if not done properly the track will spread and 
men, with the foreman at their head, ‘‘ tap the reminiscence | ,ai}, wil] wear unevenly and be a general source of annoy- 
vein,” and tell what they have seen, know and have heard. | ginoo, 
It is wonderful what they know about turnouts, three-throw Suppose the cross-over is to be put in from the track A B 
switches and cross-overs ; and when questioned about any | to the track O D, and the starting point is to be at H ; the 
of the foregoing,I will venture to say it is one section foreman | hosition of the first frog at E can be easily found by the rule 
in ten who can give correct answers to the questions he is |) have given you before, and the next thing is to find the 
asked in regard to them. One reason for this is that the | pocition of second frog F. Suppose the distance between the 
track is laid and sidings are put in by the tracklayers, and | tpacksis 9 ft. 8 in. and the gauge of the track is 4 ft. 814 in, 
the section men come after and take eare of them. Then the difference between the tracks and the gauge would 
Only if there is anything wrong with them the section | be 5 feet ; then if two one-to-eight frogs are used multiply 
foreman never rectifies it, merely because he don’t know any the angle of the frog by the difference, thus : ‘ 
better in nearly every case, and again he found it so, and Differences between tracks and gauge, 5 feet, which multi- 
takes it for granted it is right, and so it remains. But ply by : 
it sometimes happens the tracklayer don’t leave it as it ‘Angle of frog one to eight, 8, 
should be, although he knows how it ought to be. But his | and 40 would be the distance measured on track A B to 
work is so pusbed and so much is expected of him that he! ),int @ opposite Fon track CD for second frog. To get 
often has to slight things to keep his superiors in good | this correctly, place the Huntington track gauge on the track 
bumor. It sometimes happens where the tracklayer has/ + @ and sight along the handle; then the second frog 
to putin a siding that when the grading is done a ditch | .,ou1q be 40-feet inadvance of the other. It is necessary 
has been dug where his curve in the siding should be, and both frogs should be the same angle. I am_ personally 
he makes the curve too sharp to avoid filling in. He thinks acquainted with men in charge of track who don't know this 


the section men will fix it after him, and he leaves it. The and have been employed as such for years. Iam acquainted 
section men come; they find the rails spreading, | \ith roadmasters just as ignorant 
‘ g . 


and sometimes an engine gets off. Some of them — 
don’t know what is wrong with it, and sometimes 
they spike fish-plates on the tie leaning against the 
rail to support it and hold it in place. Never do this. 
Whenever you see fish-plates used for this purpose the man 
that does it isa wasteful man. Fish-plates were made for 
another purpose, and for that only should they be used. [If 
the rails will spread and if engines will get off, there is 
something wrong with the curve. You may have to cut 
some rails ; you may have to do some grading ; but do this, 
do something,do anything before you have trains delayed by 
the engine getting off, and never use fish-plates for this pur- 
pose. It is unsightly to a railroad man, and it is wasteful. 
A piece of wood has just as much power and does not cost a 
twentieth part of a fish-plate. But there is no need of 
either, if there is room to put the track where it should be. 

In putting in a frog you must know what angle it is, for 
the angle of the frog regulates tae length of rail to the head 
block of steel switches. As there are different kinds of 
switches, I will give you the rule to find the distance to, say 
‘point of tangent,” or where it connects with main line; 
and first a simple rule you can easily remember and carry 
in your head: The measure of a frogas “ one in eight,” 
‘‘one in nine” etc., is the angle of opening of frog at the 
rate of one inch in eight inches, ete. Thus: 


Instructions to Section Foremen. 


BY ONE OF THEM. 








Limited Tickets. 

Recently a number of shoe mavufacturers in Rochester 
petitioned the New York Central & Hudson River Company 
to grant to merchants ticketed from the West to New York 
or Boston, on limited tickets, the privilege of stopping over 
at Rochester, that an opportunity might be given to pur- 
chase their stock there. In reply, Mr, James H. Rutter, the 
Third Vice-President and Traffic Manager of the company, 
sent the following letter, which is especially interesting as 
showing the complications that would result from granting 
the request of the Rochester manufacturers : 

NEw York, April 28, 1883; 

DEAR Sir: Your letter and the accompanying petition 
signed by Pancost, Sage & Morse, D. W. Wright & Co., D. 
Armstrong & Co., and others of the city of Rochester, stating 
that inasmuch as the manufacturing interests of your city 
are being impaired by the New York Central & Hudson 
River Railway not allowing merchants from the West to stop 
over on through tickets, thereby forcing buyers in their line 
to place orders in Eastern markets, and praying this com: 
pany to take some early measures tu remedy an injustice 
which falls heavily upon them as shippers and also greatly 
retards the growth of the city, was duly received ; and in 
answer I beg to say that the matter is entirely beyond the 
control of the New York Central & Hudson River Railroad. 
As above stated, the matter is not in any way within the 
control of this road, but is subject to the decision of all the 


Stop-Over Privileges on 








Cc trunk Jines and their western connections, by whose united 
action through rates are made and through tickets sold. 
The difference between the limited or continuous train fare 
10 and the regular fare, which permits passengers to stop over 


whenever they choose, is only $3 from Chicago. 

F You are aware that on our line between Buffalo and Al- 

g bany the fare is fixed by law at twocents per mile, and 
that south of Albany we are allowed to charge for the bridge 
toll and three cents per mile, but in the interest’of the public 
we bave reduced the rate on the Hudson River division, so 
that our local fare from New York to Buffalo is only $9.25. 
The fares west of Buffalo are higher, and if we should un- 
dertake to force the western connections or our competitors 
to sell the limited tickets with the privilege of stopping off, 
they would at once stop making the through rate and _ insist 
upon their local. The privilege of stopping off cannot be 
limited to Rochester, but if granted to that city, cannot of 
course be refused to Toledo, Detroit, Cleveland, Buffalo, 
Syracuse, Utica, Amsterdam, Schenectady, Albany or 
Poughkeepsie, or in fact any city upon either of the several 
lines. Unfortunately, also, the privilege cannot be confined 
to the limits intended by the petitioners—that is to say, the 
mere temporary “ stopping off” of a passenger who pur- 
chases the ticket. 

It can be easily understood that, in order that the rates 
between Eastern and Western cities shall be the same by all 
routes, it becomes necessary for the longer lines to make 
such through rates without regard to their local rates, and 
that there is thus always a premium offered to the passen- 

er for an intermediate point, if be purchases a ticket to 
New York and Boston and sells the unused portion toa 
‘“‘scalper” ora passenger from such intermediate point 





A @ 
Fig. 1. 

Suppose the frog measured is 60 inches long from A to B 
and 10 inches from B to C, then it would be at the rate of 
one inch spread to six inches in length, and would be a 
** one-to-six frog,” or, suppose it was 66 inches long from A 
to Band 6 inches from B to C, 6 times 11 would be 66; 
then it would be a “one-in-eleven frog.” Tuais you can 
easily remember. 

Now then, you know the angle of the frog, and, as I told 
you before, it determines the length of your lead rails or 
rails connecting frog with main line. Thus: 

Multiply the gauge of track (4 ft. 814 in.) by run of frog 
and by two, and it gives distance frog point to tangent 
point. Suppose it is a one-in-nine frog, then the calcula- 
tion will be: 

9 times 4 ft. 81¢ in. is 42 ft. 414 in., and 

2 times 42 ft. 414 in. is 84 ft. 9 in., 
and this will be the distance H to E in the example, 
which is figured in the engraving fig. 2. 
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Fig. 2 


A mathematical calculation would make it perhaps an | 
inch more around the curve by the rail. So you see the 
above simple rule is practically correct for any run of frog, 


co the destination of the ticket. It is unfortunately 
true that our line through to the West is the longest, 
but it is also true, that as regards our principal and 
orig >> great competitor, the Pennsylvania . Railroad, the 
The distance from frog point to tangent point is practi- | distances from New York to Pittsburgh and to Buffalo are 

identical, and 1t would be an easy thing for us to make an 


cally the same with same run of frog, whether the tangent " : ; 

: - te . _| arrangement with the Pennsylvania Railroad by which the 

i - mo ee nee inside or cuit ef Sieg, eumpayt | fares to Buffalo and Pittsburgh would be exactly the same, 

ing in curves of short radius, say curves sharper than 3or4/ put such an arrangement would entirely shut off our 

degrees. through business, and therefore whatever might be our 
Putting in a three-throw switch is not as difficult an affair | £004 will toward Rochester and the other cities on our 


; line, we must be governed by our connectionsand the gener- 
as some men would have you believe. The two long frogs 4, cenauameanein, tak can be made with competitors, or we 


should be of the same angle, and the ruleI have given you | would have no through business whatever; and I cannot 
above will give you the distance to tangent point. Both conceive what benefit the city of Rochester would derive from 
long frogs should be put in opposite each other in main our losing our entire through business, which would be the 


i result of our compliance with this petition. In taking joint 
track, which can be readily found by the Huntington track | action, therefore, for making through rates, these roads are 





gauge, in universal use on all roads, as it should be, for there ' not willing to accept their proportion of such rates, instead 
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of their greater local rates, from a passenger whose destina- 
tion is really a point covered by said local rates, nor are 
they willing to carry a new passenger on the unused portion 
of the through ticket at the remaining proportion of the 
through rate instead of the higher local rate from that point, 
for, as | have said before, if a passenger can stop at Roches- 
ter, why not at Cleveland and Toledo ; and if he can stop at 
one place, why not all? Cleveland manufacturers would at 
once complain if passengers on limited tickets were per- 
mitted to stop off at Rochester when they would not be al- 
lowed to do so at Cleveland, and if they can stop at all these 
places what becomes of the limited tickets, and what will be 
the result, if our competitors, having a shorter line to the 
West, make a $20 fare to Chicago, which they can afford to 
do with their short line and then get more than we do out of 
our local rates ? 
* * * * * * 

I do not see bow it is possible for us to comply with the 
request of the Rochester people without treating every other 
point on our road tbe same; nor if we did treat it the same, 
why our connections would not be obliged to do the same; 
and if we and our connections did this, then the Pennsyl- 
vania and Baltimore & Ohio and the Grand Trunk and all 
the other interests with whom we are in competition would 
do the same, and the result would be the breaking up of the 
system of through rates that exist now and each road would 
take its own local rate; making tbe fares very much 
higher than they are now, and the traveling public would 
be the losers and the city of Rochester would not gain any- 
thing. It might just as weli be urged that we should have 
no express trains on the road, but that they should stop at 
every station on the road if they stopped at one. 

There is vo railroad in the world tbat carries passengers 
locally and through as —— as the New York Central, 
and there is no railroad in the world that carries freight for 
local shippers as low as does this company, and there is no 
manufacturer in the city of Rochester probably tbat does not 


THE RAILROAD GAZETTE. 


35 ft. The web is % in. thick, stiffened with angle irons 5 
by 314 by +4 iv. The ends of this twin girder rest on masonry, 
as iliustrated. Not quite one-third of the girder projects 
over the water. The trusses for the long span bridge over 
the bay (span 134 ft. 9 in,), rest on this girder, one at each 
end, as indicated at A A’. The stringers CCC are sup- 
ported on the brackets D D D, the ties being laid as shown. 
The cross-section through X Y shows this arrangement, and 
also the supports for the plate girder comprising the short 
bridge, which is 89 ft. 144 in. long. There are two of these 
longitudinal girders placed about 8 ft. apart and upon which 
the outer track runs until it reaches land some 50 ft. from 
the twin girders. 


The outer support of the twin girders is so located relative 
to the outer track that the moving load of a train on this 
track is just balanced over the edge of the masonry and 
does not, therefore, affect the stability of the structure. In 
order, however, to guard against all contingencies, the 
girder is secured to the rock at regular intervals by bolts 9 
ft. long, shown at E EE. The cross-section V W shows thé 
method of fastening these bolts to the girder. The bolts are 
held in the rock by splitting the lower ends and driving 
them upon feather wedges of steel, the spreading thus caused 
bearing firmly against the sides of the holes and preventing 
any liability of drawing. The holes were then carefully 
filed with Portland cement, and it may be stated in this 
connection that the spaces beneath the girders and also 
between them will be filled with concrete in order to ex- 





in some way or other derive benefit from tbe liberal policy of 
this company toward the manufacturers. In view of this lam 


aan ae: 
° 
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OW WATER 


BRACKET GI! 


somewhat surprised that so many liberal-minded men should | 
have signed a petition like this as well as another petition 
which has been sent to the Railrcad Commissioners in an 
endeavor. to compel us to put on more local trains between 
Rochester and various points; while we ‘lo not now have busi- 
ness enough to pay for what trains we are now running. 

I very greatly regret that the gentlemen who signed the | 
petition should have raised such an issue with us, and that I 
am compelled to decline to accede to their wishes. 

Yours truly, J. H. RUTTER, 
Third Vice-President. 





A Bracket Girder. 


A novel and interesting piece of what might be aptly 
termed complicated engineering has recently been com- 
pleted on the New York, West Shore & Buffalo Railway, 
at a place called Cozzen’s, in Orange County, N. Y. The 
complications arose from the necessity of building a bracket 
girder to support the track and also two bridges, one of 
long span. The road runs along the bank of the Hudson 
River at an elevation of only a few feet above the surface 
of the water, and hills of solid rock dip into the river, form- 
ing only an insignificant shore. Along the line tunneling, 
excavating, filling and bridging have been resorted to in 
order to secure a firm bed. 

At Cozzen’s there is a little bay, or cove, about 120 ft. 
wide and reaching inland about half as far. 
to bridge this bay, but at the side under consideration the 
rock did not form shore enough to allow the full width of 
the road, and it shelved too abruptly into the water to per- 
mit of building a support either by piling or masonry. The 
line of the road was such that excavating in the side of the 
hill to the distance needed was out of the question. To 
overcome these difficulties, the bracket shown in the engrav- 
ing was decided upon. 

This consists of two rigidly connected plate girders 





It was decided | 


clude all water which might spray up from the river. 


placed 1 ft. 10 in. between centres and having a length of 
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OPENING REMARKS OF THE CHAIRMAN. 
‘‘GENTLEMEN:, This meeting was called at the request of 
Messrs. Ford and A. J. Smith, who telegraphed to me on the 
16th inst., requesting that a general meeting be held to con- 
sider complaints of irregularity on the part of Western 
‘roads. It is desired to further consider the unfinished busi- 
ness from our last meeting as well. 

‘*} Your last meeting was beld on the 20th of February for 
the consideration of the question of differential fares, but, 
unfortunately, the meeting was postponed on account of my 
illness. 

‘** We now have to take up again the matter of differential 
fares, and act upon it. The general managers will meet to- 
morrow, and will consider the recommendations of the 
general passenger agents, who should be prepared to repor 
to their general managers at that time. t 

‘* I wish to advise you that the trunk lines have employed 
an Assistant Commissioner in the Passenger Pepartment. 
Mr. 8S. F. Pierson; and I have asked Mr. Pierson to be 
present to assist me in conducting this meeting. You will 

| please consider whether or not it is necessary to appoint a 
vice-chairman of the Joint Executive Committee to take 
charge of your Passenger Department ; and if you decide 
that you need somebody in that position, I would recom- 
mend that you select Mr. Pierson, as it would greatly simplify 
matters. From all I can learn, I believe Mr. Pierson has the 
general confidence of all the Western roads. I mention this 
matter now in order to bring it before you for your con- 
sideration.” 

Mr. Forp: I move that Mr. 8. F. Pierson be made Vice- 
Chairman of the Joint Executive Committee, subject to the 
approval of our managing officers. Carried. 

‘he CHAIRMAN presented a statement of the result of the 
methods adopted for the maintenance of rates during the 
| past year, and stated in genera] terms that the increase of 
| revenue for 1882, as against 1881, had been about 21 per 
cent. upon the roads of the Joint Executive Committee 
| which had reported their earnings. The increase was due 
| in a great degree to the healthier methods adopted in the 
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RDER FOR NEW YORK, 


The rock has been evt away as shown at the right of the 
engraving and astrut inserted. This is a square column 
(cross section S 7) having interior dimensions of 16 by 18 
in. and exterior of 2 ft. 5 in. by 2 ft. 7 in., with plates 1 in. 
thick. The length is5 ft. 9 in. To make a perfect fit a 
slightly tapering plate was driven in at the top, after which 
the bolts were screwed up. 


Passenger Meeting, Joint Executive Committee. 


The meeting of general passenger agents at the office of 
the Joint Executive Committee, New York, which began 
| April 24, was called at the request of certain Western roads 


to consider questions postponed at the meeting of Feb. 20, | 


| and for other purposes. The following is a nearly complete 
record of the official proceedings: 


THE PASSENGER AGENTS’ MEETING. 


| The Sub-Committee of General Passenger Agents con- 
vened at the Windsor Hotel, New York, April 24, 1883, Mr. 
Albert Fink in the chair. 
| The following roads were represented : 
Baltimore & Obio, C. K. Lord. 
Boston & Albany, E. Gallup. 
| Chicago & Grand Trunk, G. B. Reeve. 
Cin., Wash. & Balt., T. P. Barry. 
Clev., Col., Cin. & Ind., Indianapolis & St. Louis, A. J. 
| Smith. “ 
| Delaware & Hudson Canal Co., J. W. Burdick. 
Fitchburg, J. R. Watson. 
Grand Rapids & Indiana, A. B. Leet 
Lake Erie & Western, G. W. Smith. 
Lake Shore and Michigan Southern, W. P. Johnson. 
Michigan Central, O. W. Ruggles. 
New York Central and Hudson River R., H. J. Hayden, 
| E. J. Richards. 
New York, L. E. & West., Jno. N. Abbott. 
New York & New Eng., A. C. Ki 


. Kendall. 
New York, Penn. & Ohio, A. E. Clark. 
Pennyslvania R.R., J. R. Wood. 2 sairat 
Pennsylvania Co., Pitts., Cin. & St. Louis, Vandalia Line, 
E. A. Ford. 





WEST SHORE & BUFFALO RAILWAY. 


latter year. While there had been unavoidable delay in the 
conclusion of the matter, the figures indicated that nothing 

| had been lost by the delay. On the contrary, we are able 
all the better to understand the value of those arrangements 
which have resulted in such a gain to our [reveru s, and 
have inaugurated so successfully a reform in our methods of 
doing business. 

The CHAIRMAN presented the account for the division of 
earnings during the six months ending March 1, 1883, and 
which as yet are unsettled. He asked the Committee to con- 
sider what they would do regarding this unsettled account, 
which had been made on the basis of a general understand- 
ing expressed in a proposed contract prepared in accordance 
with the agreement of Dec. 9, 1882, but which had never 

| been formally executed. 

Further, he requested that they recommend to the mana- 
gers’ meeting on the following day a planof proceeding 
which should be in effect on March 1, the date when the 
former understanding expired. 

The general passenger agents reported that they had rec- 
ommended severally to their managers the adoption of the 
proposed contract, with such readjustment of per cents. as 
might seem necessary, and would await their further action 
to-morrow. 

After a general discussion, the Sub-Committee, on mo- 
tion, adjourned to meet at No. 346 Broadway, 2 p.m., to 
consider the subjects mentioned in the call, and such «ther 
subjects as should require the action of the Sub-Committee 
at this time. 


MANAGERS’ MEETING. 
Winpsor Horte., April 25, 1883. 
The Joint Executive Committee convened in the rered- 
ing room at 11 o'clock a. m., with Mr. Albert Fink presid- 


ing. 
The following roads were represented: 
Baltimore & Ohio, Robert Garrett, C. K. Lord. 
Boston & Albany. E. Gallup. 
Chicago & Grand Trunk, G. B. Reeve. 


Cin., Wash. & Balt., Orland Smith, J. H. Stewart, T. P. 


Barry. 
Clev., Col., Cin. &Ind., and Ind. & St. Louis, E. B. 
| Thomas, O. B. Skinner, A. J. Smith. 
Del. & Hud. Canal Co., J. W. Burdick. 
Fitchburg, J. R. Watson. 





dard 





May 11, 1883] 


Grand Rapids & Ind. W. O. Hughart, A. B. Leet. 

Lake Erie & Western, G. W. Smith. 

Lake Shore & Michigan Southern, Jno. Newell, W. P. 
Jobnson. 

Michigan Central, H. B. Ledyard, O. W. Ruggles. 

New York Cent. & H. R. R., J. H. Rutter, B. J. Hay- 
den, E. J. Richards. 

New York, L. E. & West., Jno. N. Abbott. 

New York & New England, A. C. Kendall. 

New York, Penn. & Ohio, A. E. Clark. 

Pennsylvania R. R., Frank Thompson, J. R. Wood. 

Pennsylvania Co. ; Pitts., Cin. & St. Louis; Vandalia Line, 
E. A. Ford. 

ADDRESS OF THE CHAIRMAN. 

The meeting being called to order, the Chairman said: 

‘‘GENTLEMEN: This is a meeting of the geueral managers 
of the roads, represented on the Joint Executive Committee 
jointly with the general passenger agents. 

“‘At the meeting of the general passenger agents, held Dec. 
¥, 1882, certain recommendations were made in regard to 
carrying out the agreement providing for the establishment 
of differential fares. These recommendations were to be 
submitted to the general managers, and acted upon by them; 
but this has never been done up to the present time. 

‘* Yesterday a meeting of the general passenger agents 
was held, at which these recommendations to the general 
managers were reaffirmed ; and the object of this meetin 
is to submit to the general managers, for their final deci- 
sion, the recommendations of the general passenger agents. 

‘‘T will ask the Secretary to read the recommendations to 
which I refer. 

(The Secretary read the recommendati»n-.) 

‘In conformity with the sixth section of these recom- 
mendations, a contract was drawn up in licu of the former 
contract, dated May 24, 1882, which provided for a division 
of the total passenger earnings, the new contract simply 
applying to the division of passenger earnings between dif- 
ferential fare points. This modified contract was submitted 
to the various parties, and really forms a part of the recom- 
mendations, 

“The important question to be considered by this meet- 
ing is, whether the recommendations made at the meeting 
of the general passenger agents held Dec. 9, 1882, including 
the contract for division of passenger earnings between 
differential fare points, will be accepted by the general 
managers of the roads interested. If you desire, we will 
read the proposed contract, as it forms a part of the recom- 
mendation of the general passenger agents. 

(The Secretary read the proposed contract.) 
APPOINTMENT OF MR. 8. F. PIERSON AS VICE-CHAIRMAN 
JOINT EXECUTIVE COMMITTEE. 

‘‘There is nnother subject to be brouzht before this 
meeting. 

‘** The trunk lines found it necessary to appoint an Assistant 
Commissioner in the Passenger Department, as it was ut- 
terly impossible for the Commissioner to attend to the de- 
tails of the business in the Passenger Department in addition 
to his other duties. They have selected Mr. S.F. Pierson, 
and I have suggested that Mr. Pierson be made Vice- 
Chairman of the Joint Executive Comittee. At the 
meeting of the General Passenger Agents held yesterday 
Mr. Pierson was elected Vice-Chairman, subject to the ap- 
proval of the general managers, and I now submit this ap- 
pointment for your confirmation.” 

A vote being taken, the appointment was confirmed. 


CONSIDERATION OF CONTRACT AND RECOMMENDATIONS OF 
THE GENERAL PASSENGER AGENTS OF DEC. 9, 1882. 

The chairman stated that the subject now before the 
meeting would be the adoption of the recommendation and 
the contract submitted by the general passenger agents. 

Mr. NEWELL speaking for the Lake Shore & Michigan 
Southern Railway, said: As I understand it, Mr. 
Chairman, we have all agreed to 'y.lc by the per cents. 
fixed by the Chairman down to t':. first of March, 1883; 
subject, however, to the right to clai n an arbitration upon 
those per cents. Now, I have discovered in studyio 
your report, that there are some few reasous for a read- 
justment of those per cents., and, I think, if the whole 
question should be recommitted to yourself, giving you 
more time for a thorough investigation of the subject, it 
would be a good thing, and if some changes should be made 
in the present per cents. we might be willing ts go on with- 
out any claim for arbitration. However, if it is thougbt 
necessary that the per cents. awarded should be agreed to 
and abided by up to the first of March, we are prepared to 
make the payments that they require. We think we can 
show good reason for some changes being made in these per 
cents., and I should prefer that they be revised befoie the 
final drafts are made. 

Mr. THOMSON said: At the time these per cents. were 
announced you will recollect that the Pennsylvania Rail- 
road and the Pennsylvania Company both entered a 
protest as to the basis on which the per cents. were 
allowed. That is, we protested against taking the 
number of individual passengers on which to base 
a money settlement. We claimed that if the 
Chairman wanted to make a money settlement he 
should take the money as the basis on which to found his 
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missions. We do not want to pay commissions, and it is 
against the spirit of our agreements. At the same time, we 
will be driven to doit unless we can make some arrange- 
ment by which they may be stopped by the other lines. I 
would also like tu say that while we ask for this arbitration, 
we feel that the Chairman has endeavored to deal justly 
with us, but we that think the figures for the six months’ 
work show that we are entitled to all we have gained. 

Mr. SKINNER said : We feel that we should be protected 
against certain lines in competition with us who are not 
represented at this meeting, and will not subscribe to this 
contract. The Indiana, Bloomington & Western is nut rep- 
resented here, neither is the Cincinnati, Hamilton & Day- 
ton. We have hada great deal of trouble at Indianapolis 
and some other points which are vital tous. We ask that 
the strong lines protect us under our agreements. 

_ The CHAIRMAN then put the question to vote on the adop- 
tion of the recommendation of the general passenger agents, 
and said: The point that has been made by the gentlemen 
here is that they shall have the right to arbitration of the 
recommendations of the Chairman. Under section first of 
this agreement that right is secured, so that we can now 
take the vote upon the recommendation of the general pas- 
senger agents, as well as upon the contract for the six 
months ending March 1, 1883. 

Mr. G. W. Smit said: If voting ‘“‘Aye” is going to 
bring the question up for arbitration, and take three or four 
months to reach a settlement of what we have already done, 
I should not consent,.to it. I feel that the matter ought to 
be settled very promptly. 

Mr. THomson: As it may simplify the matter, we are 
willing to leave the question of ad. justment for the six 
months ending March 1, 1883, to the Chairman. 

Mr. Lorp: Is it understood that the balances accruing 
under this six months contract are still a matter for arbitra- 
tion? It seems to me that it would be manifestly unfair for 
us to go on two months after the expiration of the six 
months contract, providing that the differential business 
shall be divided ona certain percentage, and then argue 
from the results of that contract. 

The CHAIRMAN: No one has proposed to argue from the 
reults of the six months cootract. On the contrary, that 
would have nothing to do with the arbitration. The arbi- 
tration must be had from the facts and figures before us at 
the time the first recommendation was made. 

Mr. Lorp: In going before the Arbitrator, it is then 
understood that we will not be allowed to use these figures 
or refer to them. The only other point I wish to make is 
this. You will remember that at our first meeting after the 
adoption of differential fares it was discovered that they 
working unsatisfactorily, and we, at that time, asked for a 
readjustment of these differentials. The weaker lines made 
that request, but they were prevailed upon not to insist upon 
it, under the promise of the stronger lines that they would 
be protected. We were to let it run for a specified time, 
and at the expiration of that time the weaker lines should 
receive this promised protection in the shape of money bal- 
ances. Therefore, it seems to me that we should dispose of 
the balances which have accrued during the six months con- 
tract, and if we could dispose of that question, we would 
then be able to more intelligently proceed in providing for 
the future. 

Mr. HayDEN said : [ do not see that it is necessary for us 
(the New York Central & Hudson River Railroad), to vote 
upon this question. The trunk lines have a gross money 
pool, and as any settlement we would be required to make 
would be with the other trunk lines under our gross money 
pool—and_ the Western roads have no interest in that and 
are not affected by it—I do not see that it is necessary for 
us to agree to this contract. While we do not think the 
differentia] award was correct, at the same time we have 
nothing tosay. I think we are held fast enough by the 
gross money pool of the trunk lines, and our assent to this 
arrangement would simply make a book account between 
ourselves and the other roads, and would not affect the 
agreement. 

The CHAIRMAN: It is not a question that affects the 
earnings of your compaay in any way, but you must recog- 
nize the fact that the trunk lines alone cannot carry out 
a differential fare arrangement. They must necessarily co- 
operate with the Western lines, and it is in this co-operation 
that you are drawn in as party to the agreements between 
the Western roads. The fact that it does not affect your 
revenue in any way should remove any objection on the 
part of your company, as well as of the other trunk lines, 
becoming a party to this agreement, which is absolutely 
necessary in order that you may have a trunk line arrange- 
ment of this sort at all. Without this agreement you would 
have no trunk line arrangement by which you could stop the 
payment of commissions as provided in the trunk line agree- 
ment, which is really an arrangement solicited of the West- 
ern roads by the trunk lines. The origin of the agreement 
between the Western roads was the trunk line agreement 
for division of gross passenger earnings, made in February 
last, which provides that the trunk lines shall so adjust the 
fares among themselves as to bring about, as near as possi- 
ble, the division of earnings which may be decided upon. 
In order to carry out this provision and make the proper 
adjustment of farcs, the trunk lines found it necessary, 
as they anticipated, to call upon the Western roads for 





per cents. Instead of that he took the number of passengers 
and youcan readily see that a cut rate (and there is no 
doubt that there were cut rates) would make a difference in 
the settlements. For that particular reason we intended to 
have called for an arbitration of the question at the meetin 
which was to have been held last February. We also desire 
this arbitration from the fact that the Chairman had been 
obliged to make rather a hasty decision in the first place, as 
he did not have quite time enough to carefully consider the 
subject. 

The CHAIRMAN : It will be remembered that I made the 
decision in open meeting for the purpose of arriving at some 
conclusion. It is better to come to definite conclusion rather 
than to leave such questions entirely open, and I do not pro- 
fess to say that these decisions were altogether correct. 

Mr. THomsSoN : For these rease™s ++ «1+ call for an arbi- 
tration under the per cents. awar.: d, and think it is nothing 
more than right and proper that we should have such arbi- 
tration. Inthis connection we would like to make another 
point ; and that is, while these per cents. and the mainte- 
nance Of the differential fare: have apparently operated to 
the advantage of the Pennsylvania Railroad and its lines, so 
far as the increase in the number of passengers carried is 
concerued, it must be borne iu mind that we are not paying 
commissions at any point, and most of the other lines are 
paying commissions at points beyond those from which dif- 
ferential fares have been established. In consequence, we 
are suffering largely, and have lost a great deal of through 
business from points beyond the differential fare point. 
Weare satisfied from absolute figures that we have lost 
largely of Kansas City business. We find that a very 
strong feeling is growing up against the Pennsylvania 
Railroad in the Southwest, from the fact that we do 
not pay commissions. It is newspaper talk, and we 
hear it from our various connecting lines and their 
passenger agents, and we think that now in connection 
with this question the differential fare points should 
be extended, or some adjustment made tbat would 


* yelieve us from the difficulty we are in with regard to com- 





sistance. They could not adjust fares to St. Louis or 
Chicago without bringing in other roads and guaran- 
teeing to the Western connections the business they formerly 
had. It is impossible to carry out the trunk line agreement 
without a division between the Western roads. The New 
York Central might be satisfied with its business, but its 
connections or the connections of the Erie would have to be 
protected. It was therefore considered necessary that W es- 
tern roads should make a gross money division. When we 
found that was impracticable, the arrangement now under 
consideration was proposed, not simply for the purpose of 
carrying out the agreement between the trunk lines, but 
also for the benefit of the Western roads. 


ADOPTION OF RECOMMENDATIONS OF THE GENERAL PASSEN- 
GER AGENTS OF DEC. 9, 1882. 

Upon a vote by roads, the recommendations of the gen- 
eral passenger agents of Dec. 9, 1882, was adopted. 

Mr. NEWELL : I move that the question of per cents. for 
the six months ending Feb. 28, 1883, be referred to the 
Chairman for a final award. 

Seconded by Mr. Thomson, and carried unanimously. 


BALANCES ACCRUING UNDER THE CONTRACT FOR DIVISION 
OF PASSENGER EARNINGS, BETWEEN DIFFERENTIAL FARE 
POINTS, TO BE REDUCED 20 PER CENT. 


The Chairman presented a suggestion, that instead of 
waiting for the tuleg and labor consequent upon a detailed 
examination of the figures for the last six months, a reduc- 
tion be made in the balances, as shown in statement No. 11, 
equal to 20 per cent. He offered this as a compromise 
which he thought would be equitable so far as he could now 
judge, and which he believed would be more satisfactory to 
all concerned than to wait longer, especially as there was 
need for an immediate establishment of confidence between 
the lines interested, some of whom were beginning to feel 
that cash settlements would be indefinitely deferred. 

After discussion, the following resolution was unani- 
mously — : 

‘*Resolved, That the balances shown in Statement No. 11 
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as being due from one road to another, be reduced 20 per 
— that a prompt cash settlement of the same be 
made.” 


CONTRACT FOR DIVISION OF PASSENGER EARNINGS BETWEEN 
DIFFERENTIAL FARE POINTS, FROM MARCH 1, 1883, 
REFERRED TO THE GENERAL PASSENGER AGENTS. 

By Mr. NEWELL : 


“Resolved, That the question of formulating a new con- 
tract for the division of passenger ya between differ- 
ential fare points, to take effect from March 1, 1883, be 
referred to the Committee of General Passenger Agents ; 
said contract to contain all the differential fare points which 
have hitherto been agreed upon, and also to embrace all 
other points which in their judgment should be brought 
under the agreement of differential fares; said commlttee 
to report to the general managers as soon as possible, and 
not later than Friday morning following.” 

Adopted. 


REQUEST THAT INDIANAPOLIS BE MADE A DIFFERENTIAL 
FARE POINT. 

Mr. Skinner, of the Cleveland, Columbus, Cincinnati & 
Indianapolis Railway, asked that Indianapolis be made a 
differential fare point. 

Adjourned. 

WInpsor HOore., April 27, 1883. 

The Joint Executive Committee convened at 11:30 a. m., 
with Mr. Fink presiding. 

The Chairman said the object of the meeting was to hear 
the report of the sub-committee of general passenger agents, 
who were instructed to present a draft of contract, which 
when signed should take effect March 1, 1883. 


PRESENTATION OF NEW CONTRACT BY THE SUB-COMMITTEE, 
TO BE IN EFFECT SIX MONTHS FROM MARCH 1, 1883. 
The Vice-Chairman presented the report of the sub-com- 

mittee, together with the vote by roads upon those articles 

which were not agreed to. 
After the reading of the report it was decided by the 

Chairman that the new contract should be in effect for 

six months from March 1, 1883. 


QUESTION OF BASIS FOR AWARD OF PER CENTS. UNDER 
; NEW CONTRACT. 
The question of a basis for the new award was then taken 


p. 

The Vice-Chairman explained that in the discussion yes- 
terday it was understood that whatever time was agreed 
upon would only be regarded as a starting point, and that a 
wide margin would be left for the consideration of all the 
equities which might enter into the case. 

Mr. GARRETT suggested that the Chairmanf’should decide, 
generally basing his decision upon the business for the years 
1881 and 1882, and that he consider in his decision all the 
lights which may be brought to bear upon the case, 

Mr. HAYDEN said the Chairman ought not to be required 
to confine himself especially to the record of a particular 
year, but that he should bring to bear all the information 
which might be gathered from any other year, as the object 
was to secure an equitable apportionment. Whatever facts 
or statistics would tend to secure that equitable result, it 
would be proper for him to consider. 

Mr. Forp thought the year 1881 was not a fair guide for 
an award. It was well known that large numbers 
of tickets had been sold to Western differential fare points 
which had not been used by through passengers, but simply 
represented local business traveling on through tickets; and 
that this condition of things had not been equal by all the 
lines, but that some of his competitors were accredited in that 
year with doing a large amount of business to differential 
fure points which they did not do. He objected to an award 
in which that year should be considered, unless these and 
similar circumstances were taken in account. 

Mr. Lorp objected to the year 1882 as a basis, because in 
that year the ordinary methods by which weaker lines had 
been in the habit of protecting the volume of their business 
were abolished. They were left during that year to rely upon 
the promises of their stronger competitors, that they should 
be paid in money for what they lost in business; and, relying 
upon these assurances, and upon the further understanding 
that basis of award should be upon the business done at the 
time when they were securing the most business possible, they 
had consented to existing arrangements. If the basis was 
changed every six months, and each new basis was made 
upon the results of an unfortunate arrangement for the pre- 
ceding six months, it would be a question of only a short 
time when the weaker lines would have no through business 
at all. 

On motion it was 

** Resolved, That the basis of award for differential fares 
and division of business and earnings shall be generally the 
number of passengers carried during the years 1881 and 
1882, with such modifications as the Chairman of the Joint 
Executive Committee or the Arbitrator shall adjudge equit- 
able.” 


EXTENSION OF DIFFERENTIAL FARES TO THE MISSOURI 
RIVER. 

Mr. Woop presented a proposition that the differential 
fare principle be extended, not only to competitive points 
in the present territory of the Joint Executive Com- 
mittee, but also to points beyond as far as the 
Missouri River. He explained generally that at pres- 
ent only about 20 per cent. of the competitive busi- 
ness of these lines is covered by the arrangement ; 
that nearly the whole of the business competitive 
to the lines represented on the Joint Executive Committee 
might be covered, whether lines beyond their territory 
entered into the arrangement or not; using the present 
differential fares or some agreed modification of them as 
bases for differential fares to points beyond. : 

He desired a resolution declaring the purpose of this Com- 
mittee to extend the differential fare principle as far as 
possible, to cover all competitive business. 

Mr. Forp remarked that, while a resolution was a good 
thing, it seemed to bim important that the expression of this 
meeting shouid go into the body of the contract as a part of 
the formally execute1 agreement. We had expressed a 
great many very pro; :r vjews, and made many good reso- 
lutions, but it was des'rable that a matter so important as 
this should form a part of the formal contract. ana 

Mr. G. W. SmiTH offered the following resolution, believing 
it would cover the views expressed, and that it ought to be 
made a part of the contract : : 

** Resolved, That at the earliest possible tirne we will ex 
tend differential fares and per cents. to cover all the com- 
petitive business reached by two or more roads, parties to 
this agreement, so far as is deemed practicable by the 
Chairman, and that the principles established herein shall 
extend to business passing through the territory covered by 
this agreement to and from points beyond as well as within 
its limits. ‘ c 

“‘ The Chairman is requested tosee that this resolution is 
promptly carried into etfect.” 

Mr. Abbott seconded the resolution. He thought that the 
necessities of the Joint Executive Committee would compel 
the extension of the differential fare principle, if it were 
found to answer its object fully, and that a comprehensive 
system ought to be adopted which would develop its full 
capacity to answer the end sought. 

The resolution was then adopted. 
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The substance cf the resolution was embodied in the con- 
tract, and forms Article 9 of that instrument. 


APPROVAL OF THE NEW CONTRACT. 


Upon a vote by roads the contract was approved without 
a dissenting voice, Mr, Hayden, of the New York Central, 
voting aye, subject to the conditions stated by him earlier 
in the meeting. Nine of the roads present signed the instru- 
ment. 


CALL FOR MEETING OF ALL LINES IN THE TERRITORY COV- 
ERED BY THE JOINT EXECUTIVE COMMITTEE AND BE- 
YOND TO THE MISSOURI RIVER. 


‘‘ Resolved, That the Chairman send copies of this new 
agreement to all lines within the territory of the Joint Ex- 
ecutive Committee, requesting them to become parties to it; 
and, whether or not they do so, that they be urged to attend 
a meeting of the Committee on May 8, prox., to further 
consider the subject. 

‘* Resolved, That the Chairman invite and urge the repre- 
sentatives of all the roads west of the territory above indi- 
cated to attend a meeting on May 10, to consider with us 
the matter of differential fares being extended to Missouri 
River and other Western points; to consider and agree upon 
matters that would otherwise be brought before the West- 
ern Association; and also to consider and act upon an agree- 
ment for the maintenance of rates on the Pacific Coast.” 

Adjourned. ALBERT FiInK, Chairman. 

R. 'T. Brypon, Secretary. 


PROCEEDINGS OF THE SUB-COMMITTEE. 


The Sub-Committee convened at No. 346 Broadway, April 
24, at 2p. m., with 8. F. Pierson in the chair. 

A resolution was introduced by Mr. A. J. Smith, who 
complained that the Grand Trunk quotes excursion rates 
from Detroit to Portland, Me., authorizing lines west of the 
trunk lines which compete with the Grand Trunk to issue 
round trip tickets to Portlund also at rates based on those 
of the Grand Trunk, namely, $20 from Detroit to Portland 
and return. In place of this, a resolution was adopted ask- 
ing the Grand Trunk to withdraw the excursion tickets be- 
tween Detroit and Portland. 

A resolution was passed authorizing the lines in the com- 
mittee to see round trip ticket delegates to the convention of 
the Young Men’s Christian Association, to be held in Mil- 
waukee, May 12 to 20, at the rate for a single fare. 

A resolution was passed (but afterward withdrawn) ask- 
ing for action in the case of commissions paid by the 
Rock Island, the Milwaukee & St. Paul and the Chicago & 
Alton roads on tickets from Indianapolis to Western points. 
Complaint was made that the Chicago & Grand Trunk cut 
rates for members of the Land League attending the Pbila- 
delphia convention, and the matter was referred to the 
Chairman, 

The greater part of the session of the sub-committee was 
given to the discussion and adoption of the new form of 
contract which was adopted at the managers’ meeting. The 
sub-committee submitted it with the following resoiution : 

‘** Resolved, That we recommend the contract as prepared 
to our managers at the meeting of to-morrow as the best on 
which we can now agree, requesting them to settle the 
points of difference in the 3d and 8th articles; the one relat- 
ing to the length of time for which the contract shall be 
made, and the other to the general basis for the award— 
these being the points on which we fail to agree.” 

The following 1s the circular announcing the appointment 
of Mr. 8. F. Pierson as Vice-Chairman (Passenger Depart- 
ment): 

“The action of the Joint Executive Committee at meeting 
of April 24, 1883, recommending the appointment of a Vice 
Chairman, and selecting Mr. 8. F. Pierson for that position, 
Was approved at the meeting of the general managers on 
April 25, 1883. Mr. Pierson is hereby appointed as Vice- 
Chairman (Passenger Department). 

‘The appointment to take effect from April 25, 1883.” 

ALBERT FINK, Chairman. 

R. T, BRYDON, Secretary. 


This Week’s Passenger Meeting. 

At the meeting assembied Tuesday of this week 
at No. 346 Broadway, 17 roads were represented. 
Mr. Fink, who had not been able to be at his 
office before since Feb, 17, was present at the meeting and 
submitted for the consideration of the members 
a plan for the distribution of business, both east and west- 
bound, among the lines identified with the committee. This 
plan was to be discussed at the meeting Tuesday, and the 
discussion will probably be continued till the close of the 
meeting, before the allotment of percentages can be satisfac- 
torily agreed upon. 

Wednesday the question of the allotment of percentages 
of business under the new contract, as suggested by Mr. 
Fink, was discussed and partly agreed upon. The discussion 
of the allotment to the other roads was to be continued Thurs- 
day. Some time was speut in discussing the differential fare 
rates as fixed a few months ago, but nochanges were made. 
Thursday the committee was to meet the representatives of 
the roads west of Chicago and St. Louis and east of the 
Missouri River. This meeting is in session as we go to press. 





Freight Meeting of Joint Executive Committee. 





The following is the official report of the proceedings of 
the Joint Executive Committee, at a meeting held at the 
Windsor Hotel, New York, April 26, 27 and 25, 1883. 

The following companies were represented : 

” Baltimore & Ohio, Robert Garrett, Orland Smith, Frank 
arriott. 

Boston & Albany, Arthur Mills. 

Buitalo, New York & Philadelphia, E. T. Johnson. 

Chieago & Alton, C. H. Chappell, H. H. Courtwright. 

Chicago & Grand Trunk, 8. R. Callaway, G. B. Reeve. 

Cincinnati, Hamilton & Dayton, A. R. McLeod. 

Cincinnati, { Washington = & Baltimore, Orland Smith, 
J. H. Stewart, R. M. Fraser. 

Cleveland, Columbus, Cincinnati & Indianapolis, J. H. 
Devereux, E. B. Thomas, O. B. Skinner. 

Evansville & Terre Haute, G. J. Grammer. 

Fitchburg, J. Whitmore. 

Grand Rapids & Indiana, W. O. Hughart, A. B. Leet. 

indianapolis & St. Louis, J. H. Devereux, E. B. Thomas, 
QO. B. Skinner. 

Indiana, Bloomington & Western, H. C. Diehl. 

. Lake Shore & Michigan Southern, John Newell, G. H. 
Vaillant. 

Louisville, New Albany & Chicago, E. B. Stahlman. 

Michigan Central, H. B. Ledyard. 

— York Central & Hudson River, J. H. Rutter, H. J. 
Iayden. 

New York, Lake Erie & Western, R. C. Vilas. 

New York, New Haven & Hartford, C. P. Clark. 

New York, Pennsylvania & Ohio, G. G. Cochran. 

Ohio & Mississippi, Wm. Duncan. 

. oom Decatur & Evansville, Geo, L. Bradbury, H. C. 
arker. 


Pennsylvania Railroad, F, Thomson, Jno. 8. Wilson. 
Pennsylvania Company, Wm. Stewart, D. 8S. Gray. 
<r Cincinnati & St. Louis, Wm. Steward, D, S. 
ray. 
Vandalia Line, Wm. Steward, D. S. Gray. 
Wabash, St. Louis & Pacific, H. M. Hoxie, Geo. Olds. 
Boston, Hoosac Tunnel & Western ; Chicago, Burlington 
& Quincy; Cincinnati, Indianapolis, St. Louis & Chicago; 
Detroit, Grand Haven & Milwaukee ; Detroit, Lansing & 
North. ; Grand Trunk ; Lake Erie & West. ; New York 
& New England; Troy & Boston. 
G. B. Spriggs, General Freight Agent, New York, Chi- 
cago & St. Louis Bailway, was also present. 
ALBERT FiInK, Chairman. 
N. GuriLrorp, Assistant Commissioner. 
C. W. BULLEN, Secretary. 
H. C. BLyr, General Agent. 


ADDRESS OF THE CHAIRMAN. 


At the conclusion of the roll-call, the Chairman said : 

GENTLEMEN: This meeting was called to dispose of several 
matters which have been submitted for the vote of the Joint 
Executive Committee, but which have not been finally de- 
termined, as the vote was not unanimous, and the subjects 
do not permit of the Commissioner deciding the questions 
without hearing the views of the different parties more fully 
expressed. At the same time other important business, 
which will be mentioned hereafter, will have to be transacted. 

‘“‘ The first question I refer to is that of the revision of the 
eastbound percentage table. It will be remembered that 
the percentage table of June 23, 1879, was based upon a 
terminal expense of 6 cents per 100 Ibs., and a rate of 25 
cents per 100 lbs. from Chicago to New York. The per- 
centages from all points this side of Chicago were calcu- 
lated by deducting 6 cents from the Chicago rate, and pro- 
rating according to the short-line distances, and then adding 
the 6 cents for terminal expenses.) 

‘-On April 14, 1880, however, a new percentage table was 
adopted, in which arbitrary reductions were made in the 
percentages from Detroit, Toledo, Port Huron and Cleve- 
land. Cleveland was reduced from 7314 to 70 per cent. ; 
Detroit, Toledo and Port Huron, from 8114 to 75% per cent. 
These reductions were found to ivjuriously affect traffic via 
Fort Wayne, Fostoria and other interior points, whose per- 
centages remained fixed on the relatively higher basis, and 
as a result some of the roads have considered it necessary, 
for their own protection, to adopt lower bases of rates from 
such interior points than those fixed by the present percent- 
age table. 

‘*These changes have been made by independent action 
of the roads immediately interested, and have not been au- 
thorized by the Committee. 

“In order to secure the maintenance of rates, it is neces- 
sary that an agreement should be arrived at under which 
the several roads shall receive due protection, and which 
will secure an equitable adjustment of rates and divisions 
of rates from all points. 

“The Standing Committee had this subject under con- 
sideration, and recommended that this Committee adopt 
the percentages of 1879 in place of those now in force. 

‘*The question to be considered by the Committee in this 
connection is, whether it is best to make a reduction in the 
percentages to correspond with the reductions made from 
Cleveland, Toledo and Detroit, or to put the percentages 
from these points upon the basis on which all the other per- 
centages are computed. The Commissioner has not felt 
authorized to decide such an important question without due 
consideration on the part of the Committee. 

‘“‘The next question for your consideration will be the 
changes in eastbound classification, a vote having been 
taken on the subject which is not unanimous, and the points 
of difference had better be discussed and settled at this 
meeting. 

‘The principal point at issue is the reduction in stave 
rates recommended by the Classification Committee, making 
them 5 cents less than the rate on lumber. 

** Objection is also raised to the recommendation of the 
Classification Committee that certain kinds of iron should 
be billed at less than the actual weights. 

‘* Another question which bas been snbmitted for the vote 
of the Committee, but which has not yet been fully decided, 
is the proposed reduction in the rate on pig lead, to cor- 
respond with the rate on bullion, which will have to be de- 
cided at this meeting. 

“At the last meeting of the Committee, Nov. 16, 1882 
a committee of the Western roads was appointed 
to take up the subject of making rates from 
competitive points in the West to Toledo, Detroit, 
Buffalo, Pittsburgh, Bellaire, Parkersburg, Sala- 
manca, Sandusky, and other crossing or connect- 
ing points with eastern through lines and routes. That 
committee has made a report, and decided to put these 
rates into effect on the first change in eastbound rates. The 
matter has not been submitted to the Joint Executive Com- 
mittee, which would, perhaps, have been necessary in order 
to ascertain whether the rates do not conflict with the 
through rates. The report of the committee of western 
roads is therefore submitted to you for action. 

“The Western Committee at the same time passed a reso- 
lution in regard to charging net rates on live stock from 
other than pooling points. The circular does not state 
whether this affects the through rates in any way, or is sim- 
ply intended to fix the rates to the western termini of the 
trunk lines. However, upon this point the Joint Executive 
Committee took action at its meeting held Juue 5, 1879. 
This matter was not specially referred to this committee, 
and the action of the Joint Executive Committee dis- 
approving of charging uet rates from other than pooling 
points will have to stand until such time as a change is made 
by vote of the committee. This question may be decided 
to-day. 

“The Standing Committe has under consideration 
the readjustment of rates from Louisville, and they de- 
sire the matter brought to the notice of this Committee, 
that it may take such action upon the same as it deems 
proper. 

“T regret to have to report that I have been obliged to 
call upon the connections of the Peoria, Decatur & Evans- 
ville and Louisville, New Albany & Chicago railways to 

ut into force the protective measures provided in Circular 
No. 456, which was adopted at the meeting of general 
managers held Feb. 21, 1883, it having been proved, to the 
satisfaction of the Commissioner, that the Peoria, Decatur 
& Evansville Railway had resorted to fictitious billing for 
the purpose of cutting rates, and that the Louisville, New 
Albany & Chicago Railway had offered reduced rates on 
tobacco. I have called this meeting at an earlier date than 
I would otherwise have done, so that_the Committee can 
take further action in the matter. The correspondence 
and evidence on these subjects will be submitted to the 
Committee. 

‘In conclusion, I desire to call your attention to the fact 
that the late reduction in the grain and provision rate was 
made necessary, because of the conviction in the minds of the 
managers of some of the roads that rates on grain and pro- 
visions were not strictly maintained. In this meeting such 
pledges should be given by the managers of the roads to each 





other as will remove all suspicion and restore full confidence, 
and additional measures should be adopted that will secure 





the strictest maintenance of rates. If you fail to do this, we 
may look for further general reductions which will make the 
business unremunerative to all, as rates are now as low as 
they can be made and yield some profit to the railroads. 

‘* The meeting is now ready to proceed to business, and I 
suggest—if no objection is made—that we proceed in deal- 
ing with the different subjects in the order just mentioned.” 


REVISION OF EASTBOUND PERCFNTAGE TABLE. 
The first subject taken up was the revision of the east- 
bound percentage table. 


The following statement, showing the changes made April 
14. 1880, in the table of June 23, 1879, was submitted : 


——PERCENTAGES EASTBOUND.——— 


To New York. June 23, 1879. April 14, 1880. 
Detroit, Michigan.............. 81.5 75.8 
Toledo, Ohio....... dpe arktain 81.5 75.5 
RENT” Viciy sien pune accnae ier 78 75.5 
Cleveland, “ Sale cr bindaiee 73.5 70 
Akron, ni” geaubeseh eee news 71 70 
RS eee aos cous 77 75 
So": saceeteieactecds > 77 75 
MS  aeeh dt Aas éasaace 75 75 
Sa ee Societe 79 78 
Forest, Geer Cr $0 78 
Logansport, Indiana........... 94 95 
Peru, Fe ee ck as 93 95 
ET CN no's ap ice Ginoes + 0a 111 110 
on , Fg AEE Segecsaney 125 116 





Rock Island, Illinois ........... 120 116 
The following table of percentages from Lake Erie ports, 
etc., computed on various bases, was also submitted : 
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Basis, April 23, 1876..... ... 85.0 78.0 71.0 65.0 ..... 84 0 
do June 23,1879.......... 81.5 81.5 78.0 73.5 .. 88.0 
do April 14, 1880..... ... 75.5 73.5 75.5 70.0 75.5 88.0 
Actual mileage basis......... 73.8 77.6 70.2 65.4 76.7 83.9 
do allowing 6 cts. for ter- 
minal expense...... 80.0 83.0 77.3 73.7 82.3 87.8 
do allowing 5 cts. for ter- 
minal expense...... 79.0 82.1 76.2 72.3 81.4 87.1 
do allowing 4 cts. for ter- 
minal expense...... 78.0 81.2 75.0 70.9 80.4 86.5 
do allowing 3 cts. for ter- 
minal expense...... 769 80.3 73.8 69.6 79.5 85.8 


Messrs. Newell and Skinner referred to the fact, that on 
the existing basis the rates from Cleveland were relatively 
higher than from Detroit and Toledo. This operated to the 
disadvantage of Cleveland, and should be corrected. 

Mr. Ledyard was opposed to changing the present basis. 
The short line distance from Detroit to New York is only 70 
per cent. of the distance via Michigan Central Railroad 
from Chicago to New York. 

Mr. Thomas said that upon the same principle the dis- 
tance trom Cleveland to New York would be only 63 per 
cent. of the distance from Chicago ria Lake Shore & Michi- 
gan Southern Railway. 

Mr. Hoxie said, that owing to the short time he had been 
connected with the Wabash Company he was not familiar 
with this subject ; and he asked that its final decision be 
deferred until he could have an opportunity of informing 
himself more fully thereon. 

After further discussion the subject was referred to a 
Special Committee, consisting of a representative of each of 
the following named roads: Cleveland, Columbus, Cinc’nnati 
& Indianapolis, Michigan Central, Grand ‘Trunk, Pennsyl- 
yania Company, New York Pennsylvania & Ohio, Wabash, 
St. Louis & Pacific, Lake Shore & Michigan Southern, Balti- 
more & Ohio, New York Central & Hudson River, New 
York, Lake Erie & Western and Pennsylvania Railroad. 

The Special Committee afterwards submitted the follow- 
ing report : 

New York, April 28, 1883. 

** To the Joint Executive Gommiittee : 

“The majority of your Committee to whom was referred the 
queston of the revision of percentages as now in force from 
Detroit, Toledo, Sandusky, Cleveland, Fostoria and Fort 
Wayne, beg leave to recommerd the following changes : 


Sn Cee advanced from 75% per cent. to 78 per ceut. 
Toledo... evennees ss - ee: ees oe 
Sandusky i ae Ms es 
Cleveland............ bai ae 
Fostoria.. .. ses = a “arin Tnx. 

Fort Wayne. ._ ....reduced oe eR 


and that all interior southwest points, or other points that 
were changed by the revision made on April 14, 1880, based 
upon the change made in the percentage from Cleveland on 
that date, be revised to correspond with the changes now 
made in the points stated, and that the Classification Com- 
mittee be directed to take up these points, which are alluded 
to but not specified, at their next meeting, and revise them 
on the basis stated, reporting the same in detail to the Com- 
missioner to be issued and put into effect at the same time 
as the changes recommended at Detroit, Toledo, Sandusky, 
Cleveland, Fostoria & Fort Wayne are put in effect. Re- 
spectfully submitted. D. S. Gray, Chairman, H. J. Hayden, 
Frank Harriott, Frank Thomson (per D. 8S. Gray), George 
H. Vaillant, O. C. Skinner, R. C. Vilas, George G. 
Cochran.” 

A vote was then taken on the adoption of the foregoing 
report, and resulted as follows : 

Aye—B. & O.,C., C.,C. & 1, 1 & St.L.,L.8. &M.S., 
iY. Se Re RSW. VF CES. & 
M., Penn. Co., Penn. R. R., P., D. & E., and P., C. & St. L. 

No—Michigan Central. 

Declined to vote— L., N. A. & C. 

The Chairman said, that on account of the request of the 
Wabash Company that further time be allowed for consider- 
ation of this subject, and as the Grand Trunk Company 
was not represented at this meeting, he thought final action 
should be deferred until the next meeting of this Committee, 
to be held May 15. He would not therefore make any Ge- 
cision at present. 


BASIS OF EASTBOUND RATES FROM LOUISVILLE, 


The Standing Committee having reported that it is claimed 
that the practice of making Jeffersonville rates from Louis- 
ville (absorbing bridge tolls) discriminates against compet- 
ing points on the north bank of the Ohio River, at which 
points the cost of transfer is charged in addition to the 
tariff rates: and recommended that the question of the re- 
vision of the basis of eastbound rates from Louisville be 
brought before this Committee at the present meeting: _ 

The question was, on motion, referred to the following 
special committee, to report to-morrow, namely: Messrs, 
Duncan, Stablman, W. Stewart and Parker, and a repre- 
sentative of each of the trunk lines. ’ 

In the session of the 28th inst. Mr. Duncan, Chairman, re- 
quested an extension of time, as the members of the special 
committee had been so fully engaged in the duties of other 
committies of which they were members, they had been 
unable to give proper consideration to the subject. 

The desired extension of time was granted. 


CHANGES IN EASTBOUND CLASSIFICATION. 


The report of Eastbound Classification. Comm ittee, as per 
Circular No. 465, dated March 20, was then taken up, and, 
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oa potion, the report was adopted, to take effect May 8, 


On motion of Mr. Newell, it was 

Resolved, That on and after May 8, 1833, pig lead, in car- 
loads, be classified same as bullion, $100 valuation. 

REPORT OF COMMITTEE OF WESTERN ROADS. 

The following report of the committee of Western roads, 
appointed at meeting held Nov. 16, 1882, was submitted. 

“At a meeting held at Indianapolis on Dec. 12 and 13, 
1882, the following resolutions were adopted: 

‘** Resolved, That tbe basis for making rates to Buffalo, 
Salamanca, Pittsburgh, Wheeling and other western ter- 
mini of the trunk Jines, shall be such a percentage of the 
rate to Boston as shall be agreed to by and between the 
representatives of roads at the junction points, except from 
points within 200 miles of the termini of the trunk lines, 
from which latter points such basis sha!] be adopted as shall 
be agreed to by the representatives of the roads centering 
at the junction points, and that the representatives of the 
principal junction points meet this afternoon and arrange 
percentages to be presented to the Committee to-morrow 
morning. 

‘*** Resolved, That as a basis for making rates, Chicago to 
Buffalo, Pittsburgh,etc., there be added to the rates,Chicago 
to New York, on first and second classes, 10 cents per 100 
Ibs., and on third and all other classes, including live stock, 
5 cents per 100 ]bs., as the basis for the Boston through rate, 
making the present rate, Chicago to Boston : 


Ist. 2d. 3d. 4th. 5th. 6th. 7th. 8th. 

110 95 75 65 55 50 49 35 
Dressed Tobacco un- 

9th. 10th. beef. manufactured. Hogs Cattle. 

45 40 69 34 65 30 


‘In accordance with resolution No. 1, the convention re- 
solved itself into a committee of the whole to consider the 
basis for making rates tothe western termini of the trunk 
lines, and the following resolutions were adopted : 

_“* Resolved, That the rates from all common points on the 

line of the Cincinnati, Hamilton & Dayton Railroad, and 
Dayton & Michigan Railroad, and west thereof (except To- 
ledo), and west of Toledo and Detroit to Buffalc, Pittsburgh 
and other trunk line termini, be 50 per cent. of the rate to 
Boston from these points. 
_ “* Resolved, That it is the sense of this meeting that 
it would be impracticable to arrange a set of per cents. 
for the basing of rates to Toledo, Detroit, Cleveland, 
Sandusky, ete., but that it endorses the action of the differ- 
ent committees at the November meeting of the Joint 
Executive Committee, at which 1t was agreed that no rate 
would be made to the short points that would reduce the 
agreed through rates. 

*** Resolved, That the action taken by the committee in re- 
gard to the ba:is of rates to Buffalo, etc., shall not apply to 

umber and tenth class articles until April 1, 1883, up to 
which time the present rates are guaranteed.’” 

Che Commissioner said that before the resolutions adopted 
Ly the committee of western roads could take effect, it was 
necessary that its action be approved by this Committee. 

Oo motion of Mr. Gray, it was 

‘‘ Resolved, That the Joint Executive Committee hereby 
legalizes the action of the committee of Western roads by 
adopting the report of said committee, so far as it relates to 
the making of rates trom the Western points named up to 
the western termini of the trunk lines.” 

Under this resolution the following points take 50 per 
cent. of the Boston rates : 


Alton, Il. Harvard, Ill. Plainwell, Mich. 
Alida, Ind. Indianapolis, ud. Plymouth, Ind. 
Anderson, Ind. Jackson, Mich. Port Huron, Mich. 
Avilla, Ind. Jacksonville, Ul. Pana, Til. 

Auburn, Ind. Jeffersonville, Ind. Paris, Ill. 


Battle Creek, Mich. 
Bloomington, Il. 
Butler, Ind. 
Cambridge, Ind. 
Camp Point, Ind. 
Cairo, Tl. 
Chicago, I). 
Charlotte, Mich. 
Champaign, Ill. Litchfield, Iil. 
Cincinnati, O. Logansport. Ind. 
Columbia City, Ind. Louisville, Ky. 
Crawfordsville, lud. Madison, Ind. 
Danville, Dl. Mason City, Il. 
Dayton, O. Mattoon, Iii. 
Decatur, Ill. Milford, Ind. 
East St. Louis, Ill. Naples, Iil. Valparaiso, Ind. 
Effingham, Ill. Newcastle, Ind. Vandalia, UL 

El! Paso, Ill. N. Manchester, Ind. Vincennes, Ind. 
Evansville, Ind. Nottawa, Mich. Wabash, Ind. 
Fort Wayne, Ind. Odin, Il. Walkerton. Ind. 
(so: hen, Ind. *Peoria, Ill. Wanatah, Ind. 
Graud Rapids, Mich. Peru, Ind. Warsaw, Ind. 


Kendallville, Ind. 
Kokomo, Ind. 
Lafayette, Ind. 
Lansing, Mich. 
Ia Crosse, Ind. 
La Otto, Ind. 

La Porte, Ind. 
Linen, Ill. 


Pekin, Ill. 
Quincy, Il. 
Ricbmond, Ind. 
Rock Island, Il, 
Rushville, Ind. 
Sandwich, IIl. 
Seymour, Ind. 
Sbelbyville, Ind. 
Sidney, O. 
South Bend, Ind. 
Springfield, Il. 
Terre Haute, Ind. 
Tolono, Ill. 
Union, Ind. 
Urbana, Ill. 


Greencastle, Ind. Piqua, O. Waterloo, Ind. 
Hagerstown, Ind. 
*Peoria except live stuck, which is provided for by Executive 


Comunittee. 


The fi. llowing points also take 50 per cent. of the Boston 


rate: 

Bellefontaine, O. Springfield, O. 
Columbus, O. London, O. South Charleston, O. 
Circleville, O. Lancaster, O. Urbana, O 
Chillicothe, O. Milford Centre, O. Waverly, O. 
Greenfield, O. Portsmouth, O. Washington U.H., O. 
Petersburg, O. Xenia, O. 


Jeffersonville, O. 


Ironton, O. 


The following points take 45 per cent. of the Boston rate : 
Arcadia, O. Forrest, O. Mt. Vernon, O. 


Bucyrus, O. Junction City, O. Marion, O. 
Carey, O. Kenton, Mt. Gilead, O. 
Centerburg, O. Leipsic, O. Newark, O. 


Upper Sandusky, O. 


Levering, O. 
Zanesville, O. 


Lima, O. 


Delaware, O. 
Deshler, O. 
Findlay, O. 
The following points take 40 per cent. of the Boston 
rate: 
Bellevue, O. 
Berwick, O. 
Burgoon, O. 


Port Clinton, O. 
Sandusky, O. 
Shelby, O. 


Galion, O. 
Grafton, O. 
Green Springs, O. 


Clyde, O. Huron, O. Toledo, O. 
Crestline, O. Lorain, O. Tiffin, O. 
Detroit, Mich. Monroeville, O. Venice, O. 
Elyria, O. Mannsfield. O. Vermillion, O. 
Fremont, O. Norwalk, O. Vernon, O. 


Fostoria, O. Oak Harbor, O. Wellington, O. 

The following points take 35 per cent. of the Boston rate : 
Akron, O. Canal Fulton, O. New Philadelphia,O 
Barr’s Mills, O. Canal Dover, O. Orrville, O. 
Cleveland, O. Massillon, O. Russell, O. 
Crescent, O. Navarre, O. Warwick, O. 
Canton, O. 

The following resolution reported by the Western Com- 
mittee was next considered: 

‘* Resolved, That the minimum rate on cattle and sheep 
from other points than at which through eastbound pools 
are established shall be the proportion of the net rate.” 





The resolution was at first not approved by the Committee, 
but upon reconsideration in the session of the 28th, it was 
amended to read as follows : 

‘* Resolved, That the minimum rate on cattle and sheep to 
the western termini of the trunk lines from points other 
than those at which divisions of live stock tratlic are es'ab- 
lisbed shall be the proportion of the net rate.” 

The resolution, as amended, was then adopted. 

The Western committee having recommended that there 
be no change in the present basis for making rates from in- 
terior points to seaboard points, Mr. Stahlman read his 
report on the subject, which was as follows : 

** Co1caGo, March 8, 1883. 
‘* To the General Committee of Western Roads: 

“The undersigned, members of your special committee, 
appointed to consider the several questions submitted by 
the Joint Executive Committee, under resolutions two and 
three, adopted at meeting held in New York, Nov. 16, 1882, 
beg leave to submit the following : 

‘* After a free and full interchange of views, the com- 
mittee, with but one dissenting voice, voted that Cairo, 
Chicago, Cincinnati, Cleveland, Detroit, East St. Louis, 
East Hannibal, East Keokuk, East Louisiana, East Burling- 
ton, Evansville, Indianapolis, Jeffersonville, New Albauy, 
Louisville, Madison, Pekin, Peoria, Quincy, Rock Island, 
Sandusky, Toledo, Wheeling, Terre Haute and Alton should 
be regarded as lake ports or -commercial centres, and that 
existing percentages should remain in effect. 

‘* Your committee therefore proceeded with the consider- 
ation of the question of percentages and busine:s from 
interior Indiana and Obio points, with a view to an adjust- 
ment on a basis calculated to give Western roads increased 
revenue, as designed by resolution of the Joint Executive 
Committee. In the discussion of this subject it was ascer- 
tained—in fact, stated b a of the Pittsburgh, 
Ft. Wayne & Chi , Pittsburgh, Cincinnati & St. Louis, 
and Lake Shore & Michigan Southern roads—that no modi- 
fication of rates from interior points on these roads would 
be made, and that the present system of allowing local 
points the benefit of Chicago rates and percentages could 
bot be changed. 

‘* An effort was then made to adopt a new percentage 
table, in some cases advancing, and in others reducing the 
present per cents. This effort failed, because it was shown 
that in any essential particular the proposed change tended 
to give the trunk lines nearly all the benefits of the advance. 

‘Your committee is of the opinion that the letter and 
spirit of the resolution adopted by an almost unanimous 
vote of the Joint Executive Committee cannot be carried 
out so long as the roads named decline to change their 
present basis of making rates from local and interior points, 
and until such modifications are agreed to, the Western 
roads not parts of trunk line systems will be compelled to 
endure the hardships of which the Joint Executive Com- 
mittee clearly sought to relieve them. 

‘* By order of the committee. 

“E. B. STAHLMAN, Chairman.” 


On motion of Mr. Stablman it was 

** Resolved, That the subject of through rates and divi- 
sions from interior western points to the seaboard be again 
referred to the special committee of Western roads, with the 
view of arriving at an agreement thereon.” 

The Chairman appointed Mr. Stablman Chairman of the 
special committee. 

INFRACTIONS OF AGREEMENT OF FEB. 21, 1883. 

The Chairman said that it having been shown that the 
agreed rate on tobacco, Evansville to New York, had been 
cut by the Peoria, Decatur & Evansville Railroad, aud the 
property fictitiously billed as from Owensboro to conceal the 
cut in rate; also, that a reduced rate had been offered on a 
shipment of tobacco from Louisville, by the Louisville, New 
Albany & Chicago Railroad, he had been compelled to call on 
the connections of the roads named, to cease prorating ar- 
rangements and the interchange of through way-bills and 
through cars with those roads, as provided in the agreement 
of Feb. 21, 1883. ‘The Chairman now referred his action in 
these cases to the Committee, and pointed out that as the 
agreement in question did not provide for the continuation 
of the penalty, it was necessary to adopt some fixed rules on 
the subject. 

Mr. BRADBURY said that the transgression charged against 
the Peoria, Decatur & Evansville Railroad was committed 
by an agent of the Empire Fast Freight Line, without the 
authority, covsent or knowledge of any officer or agent of 
the Peoria, Decatur & Evansville Railroad. As under the 
rules of the Committee, however, the initial road was held 
responsible for the acts of agents of fast freight lines work- 
ing over it, he was willing to submit to such penalty as the 
Committee might impose. 

Mr. STAHLMAN said that the Louisville, New Albany & Chi- 
cago Railroad was also ready to abide by the decision of 
the Committee in the case charged against that company. 
The agent of the Commercial Express Line had agreed to 

ay a rebate only when assured by the shipper that other 
ane bad offered to do so, and its payment was conditional 
on proof being furnished to sustain the shipper’s statement. 
On learning that the facts had been misrepresented, the 
agent had refused to allow any rebate. 

On motion of Mr. DEVEREUX, the following resolution was 

adopted: ; 
* Resolved, That this Committee tenders to its Chairman 
its hearty support in the action taken suspending the Peoria, 
Decatur & Evansville Railway, and the Louisville, New Al- 
bany & Chicago Railway from this Association, in accord- 
ance with the agreement contained in Circular No. 456; and 
bis action has our full approval.” 

(Mr. Devereux offered two other resolutions, which, as 
they were afterward withdrawn, are not reported here.] 

On motion, it was 

‘** Resolved, That a special committee be appointed by the 
Chairman to report at to-morrow’s meeting, recommending 
some general rules defining the penalties to be applied in 
similar cases in the future.” 

The Chairman appointed Messrs. Clark and Millis, and a 
representative of each of the trunk lines as suck special com- 
mittee. 

Mr. CLARK, Chairman Special Committee, subsequently 
(April 28) reported the following recommendations, which 
were unanimously adopted : 

‘‘Resolved, That no road hereafter cut off by order of the 
Commissioner, under the agreement of Feb. 21, 1883, shall 
be restored until, - une 

‘*First.—Any and every agent who, in the ppinion of the 
Commissioner, is guilty of the wrong doing, either as prin 
cipal or accessory, has been discharged. q 

‘“‘Second.—Nor until the expiration from the time that the 
order of ney og went into effect of 10 days for the first 
offence, or 30 days for the second offence. _ 

‘*Third.—Nor until the Commissioner, with the approval 
of the Trunk Line Committee, shall so order. 

“Resolved, That it shall be the duty of the Commissioner 
to notify every road, member of the Joint Executive Com- 
mittee, of the name of any agent or agents discharged at his 
request, with a brief statement of the reason therefor ; to 
the end and with the understanding that said agent shall 
never be thereafter employed by any road, member of the 
Joint Executive Committee, or by lines controlled by 
them.’ 





On motion of Mr. Clark, the question of tbe penalties to 
be applied in the two cases now before the Committee was 
referred to the Chairman and the Standing Committee, 
with power. 

After consultation with the Standing Committee the 
Chairman announced that the penalty to be imposed on the 
Peoria, Decatur & Evansville and Louisville, New Albany 
& Chicago railroads is suspension for a period of ten days 
from the date on which the suspension went into effect. 
These being the first cases arising under the agreement of 
Feb. 21, the discharge of the agents concerned would not be 
insisted on. But in all cases arising hereafter the rule re- 
quiring the discharge of offending agents would be rigidly 
enforced. 

MEASURES FOR THE STRICT MAINTENANCE OF RATES. 

The subject of the maintenance of eastbound rates was 
pext considered. 

It was conceded that while rates were strictly maintained 
by the trunk lines, irregularities existed west of their ter- 
mini ; and that stringent measures were necessary to pre- 
vent a general demoralization of rates. 

On motion of Mr. Devereux the following resoluiion was 
adopted : 

** Resolved, That the agreement signed by the general 
managers on Feb. 21, 1883, in regard to the maintenance 
of rates, be reaffirmed. 

On motion of Mr. Ledyard the following resolutions were 
then uvanimously adopted: 

‘* Resolved, That Section 8 of the Proceedings of the 
Joint Executive Committee, meeting beld March 2, 1882, 
be amended to read as follows: 

‘** Resolved, That no rebate vouchers of any kind shall be 
paid by any of the trunk lines, or any Eastern or Western 
roads or line organizations on through eastbound business 
that passes over said lines on or after May 1, 18&3, without 
such vouchers are first submitted to the office of the Chair- 
man for approval; and the auditors and treasurers of the 
roads represented on the Joint Executive Committee 
shall furnish to the Commissioner monthly certificates that 
no such vouchers have been paid, except as so authorized.” 

It was also unanimously ' 

‘* Resolved, That all vouchers or pay-rol]ls for comper sa- 
tion, including expenses of line and contracting agents, 
shall be submitted to the Commissioner for approval here- 
after, and the Commissioner shall have power to inspect 
the accounts of all fast freight line organizations working 
over any one or more of the roads, parties to the agree- 
ment.” 

All the roads represented at the meeting voted for tke 
adoption of the foregoing resolutions, viz.: 

Baltimore & Ohio, Louisville, New Alb. & Chic., 

Buston & Albany, Michigan Central, 

Buf., New York & Phila., N. Y. Cent. & Hud. River, 

Cin., Wash. & Baltimore, N. Y., Lake Erie & Western, 

Chicago & Grand Trunk, N. Y., New Haven & Hart., 

Cin., Ham. & Dayton, New York, Penn. & Obio, 

Clev., Col., Cin & Ind., Ohio & Mississippi, 

Grand Rapids & Ind., Pennsylvania Co., 

Indianapolis & St. Louis, Pennsylvania R. R., 

Ind., Bloom. & Western, Pecria, Decatur & Evansville, 

Lake Shore & Mich. South., Pitts., Civ. & St. Louis, 
Vandalia Line. 

The Chairman stated that he would submit the resolutions 
to the vote of the absent members. 


APPOINTMENT OF ARBITRATOR. 
The Chairman stated that the term for which Mr. Charles 
F. Adams, Jr., had been appointcd Arbitrator would expire 
on May 31, 1883, and that 1t was desirable that this meeting 
select an arbitrator for the ensuing term. 
On metion, Mr. Chas. F. Adams, Jr., was appoioted Ar- 
bitrator for the term of one year from June 1, 1/582, at the 
salary formerly agreed upon. 


DIVISION OF TRAFFIC AND MONEY SETTLEMENT Of BALANCES 


The following resolutions were unanimously adopted: 

“ Resolved, That it is the sense of this meeting that the 
agreements for division of traffic now existing in the West 
should be perfected and put in working order, and that ad- 
ditional divisions of traffic be made at other principal 
Western points, and that at all points they shall be based 
upon monthly settlements. se ; 

“* Resolved, That all questions arising, or which may 
have arisen, in regard to the settlement of bala .ccs, both in 
the divisions of traffic which have been established since 
March 13, 1882, as well as those which may have existed 
prior to that time, being at once taken up for adjustment, 
with the view of the prompt settlement of such balances 
either in tonnage or in cash at the earliest practicable 
date. ; : , ‘ 

** Resolved, That a meeting of the Joint Executive Com- 
mittee be held on Tuesday, May 15, for the purpose of 
taking all these matters into consideration, and to secure 
the proper and satisfactory working of the divisions of 
traffic at a!] points. 

“ Resolved, That at said meeting the managers of the 
roads represented on the Joint Executive Committee shall 
have present the general managers of the various fast 
freight lines working over their roads in order that they 
may receive proper and uniform instructions as to strictly 
carrying out hereafter the agreements of the Joint Execu- 
tive Committee.” 


AGENCY ARRANGEMENT OF ERIE & PACIFIC DESPATCH AT 
EVANSVILLE. 

It being alleged that R. K. Dunkerson, agent Erie & Pa- 
cific Despatch at Evansville was also a seller of tobacco, the 
following resolution was, on motion, referred to the Tiuok 
Line Committee for their consideration and action : : 

“ Resolved, Itis the sense of the Joint Executive Commit- 
tee that the agency arrangement with R. K. Dunkerson & 
Co , or Dunkerson & White, owners of tobacco warehouses 
and sellers an: shippers of tobacco, and at_the same time 
agent for the Erie & Pacific Despatch at Evansville, Ind., 
as explained by Mr. Grammer, General Freight Agent of 
the Evansville & Terre Haute Railroad, or any similar ar- 
rangement existing at any other point with like parties, is 
vicious in its influences on the maintenance of tariff rates 
and in violation of the rules of this committee and should be 
discontinued.” ; 

On motion the meeting then adjourned. 

C. W. BULLEN, 

Secretary. 


ALBERT FINK, 
Chairman. 





He Wanted to Get On. 


As the south-bound train was approaching the Hanging 
Fork bridge at the rate of 25 miles an hour on Sunday af- 
ternoop, a negro was seen in the distance gesticulating 
wildly with bis hat, ss tbe train to stop. The engi- 
neer thinking that probably the bridge ha been swept 
away, and believing that but few if ~~ of bis as 
had through tickets to the mystic wor d, quickly checked 
up. Imagine the humor he was in when he found that the 
negro only wished to get a rice to Givens Station, a mile 
or so further on. It was reported that the negro was hung 
then and there, but that is a mistake.—Stanford (Ky.) In- 
terior Journal, 
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EDITORIAL ANNOUNCEMENTS, 











Passes.—All persons connected with this paper are forbid 
den to ask = r pusses under any circumstances, and we 
will be thankful to have ony act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to THe RAILROAD GAZETTE. Communica- 
tions {= the attention of the Editors should be addressed 
EpritoR RAILROAD GAZETTE. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if hee 
will send us early ; information of events which Lend yr 
under their observation, such as changes in rail offi 
cers, organizations and changes of companies, the letting 
progress and completion of contracts for new works or 
important improvements of old ones, iments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement, Discussions of subject 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de 
sired. Officers will oblige us by a a —-s a 
of notices of meetings, elections, appoint 
pecially annual reports, some notice of all or ohien will 
be published 





Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS We give in our editorial columns OUR OWN opin- 
tons, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, out it 
is useless to ask us to "yesseninend them editorially, either 
Sor money or in consideration el nicointamtted patronage, 


THE LAKE SHORE REPORT. 


The Lake Shore & Michigan Southern Railway in the 
year 1882 showed the effect of the bad crops of 1881 by 
a decrease in freight traffic amounting to about 64 per 
cent., in spite of an unprecedented traffic in coal, 
minerals, manufactures. merchandise, etc., the increase 
in which latter testifies to the general growth and 
prosperity of the country during the year, as does 
also the increase of 9.2 per cent. in passenger traffic 
in spite of a considerable increase in the average 
passenger rate. The effect of the railroad war is seen 
in the very low rate on west-bound freight—which 
fell from 0.651 to 0.610 cent per ton per mile—the 
war rates on west-bound traffic lasting till July ; while 
there was an increase from 0,592 to 0.642 cent in the 
east-bound rate, which was not much affected 
by the war after February—still more plainly is 
it seen in the reduction from 0.750 cent per ton 
per mile in 1880, when rates were maintained in 
both directions all the year, to 0.617 cent in 1881 and 
(0.628 in 1882, The year, therefore, cannot be called a 
favorable one, in spite of an enormous traffic in every- 
thing except agricultural freight. Doubtless traffic 
was considerably increased by the low west-bound 
through rates of the first half of the year; but this did 
not nearly make up for the excessively low rates on 
this traffic and on the heavy east-bound shipments in 
January and February, 

The shipments of farm products were not only less 
than in 1881, but they were smaller than in any other 
year since 1877; and, indeed, there has been a continual 
decrease in them since 1879, the tons shipped having 
been (flour, grain, live stock and provisions): 








1877 1878. 1879. 1880. 1881. 1882. 
2,083,483 2,818,616 3,358,678 3,355,665 3,038,948 2,585,068 


What has kept up the total traffic so near the 
maximum (the tonnage-mileage was greatest in 1881, 
but a little larger last year than in_ 1880 
and much larger than in any previous year) has been 
the great growth of late years in the traffic in coal, 
stone and lime, iron, lumber and manufactured goods, 
to which there has been no interruption, except that 
the iron shipments last year were a little less 
than in 1881. The four years of good crops pre- 
vious to 1881 had given such an impulse to in- 
dustry, had made the country so rich, that con- 
sumption and growth were checked but little by the 
bad crops of that year, It is noticeable, however, 
that the rate of increase in the products of some spe- 
cial industries was much less that year than for several 
years previous. In coal, for instance, the increase 
had been something marvelous: 47 per cent. from 
1878 to 1879, 18 per cent. from 1879 to 1880, 28 per 
cent. from 1880 to 1881, but only 4.2 per cent. from 
1881 to 1882. In iron, which had in successive 
years since 1877 increased 19, 68, 67, and 31 per 








per cent. sieenlinaleeclilk per cent. in four years— 
there was a decrease of 8} per cent. last year. Lumber, 
which had increased from 26 to 35 per cent. yearly 
since 1878, increased but 14 per cent. last year. The 
large gains were in petroleum, manufactures and 
merchandise. To some leading industries producing 
coarse freights, therefore, there was a considerable 
check in the rate of growth last year. 

The freight earnings, there being less traffic but a 
little higher average rate, were $637,410 less than in 
1881, and $2,054,717 less than in 1880, when the traffic 
was slightly (24 per cent.) less. But the passenger 
earnings were $762,397 more than in 1881 and $1,126,- 
177 more than in 1880. The great gain in passenger 
earnings is the notable feature of last year’s business, 
seen on many other roads also. 

The working expenses were slightly ($220,622) less 
than. in 1881, and the net earnings larger by $474,870, 
though $1,163,524 less than in 1880. They were, how- 
ever, larger than in any other year in the history of 
the company, and the surplus after paying fixed 
charges amounted to $8.37 per share of stock. 

The expenses per train mile were nearly the same in 
1882 as in 1881—$1.004 against $1.01%. The differences 
jn the different items of expenses are generally not 
very great. The chief reductions are $156,000 for 
locomotive, freight, train and station service, and 
$175,000 for fuel. The maintenance expenses in the 
aggregate were the largest for many years, but only a 
little larger than the year before. Insomeof the items 
of renewals there is a small decrease, but most of 
these are larger than in any year previous to 1881. 
For five successive years the maintenance expenses 
under three general heads have been: 





Train 

Structures, Koad. Equipment. Total. miles. 
1878. ...$375,358 $1,315,647 $1 1,206,645 $2,897,650 8,767,042 
1879... 342,212 1,473,467 204.527 = 2,720,2 9,740,320 
1880.... 458,399 1,356,672 i 468,856 10,050,570 
1881.... 516,684 1,665,826 1,596,537 4,0 10,615,000 
1882.,.. 497,977 1,825,812 = 1,552,805 S874, 594 10,507,150 


There was anincrease of 98 miles in the average 
length of road worked last year, but it was road 
with light traffic, on which the maintenance expenses 
cannot be heavy. The maintenance of road expenses 
were about 10 per cent. larger than the year before, 
when they were much larger than ever before. The 
other maintenance expenses were slightly less than 
in 1881,but larger than in any previous year. Per mile of 
track the expense of renewals of rails and ties was $4074, 
per locomotive, maintenance cost $1,196, and per car 
$524. The sums for track and locomotives are prob- 
ably above rather than below the average require- 
ments; but the $524 per car seems much below it, and 
the additions of new cars since 1879 (5,394—46 
per cent.) has been so great that average 
renewals can hardly be required yet. But before 
this the car maintenance expenses had been lighter 
than on most roads—only $56 per car in 1879 and $64 
in 1878. The Michigan Central in 1882 expended $420 
per mile of track for renewals of rails and ties, and 
$1,542 per locomotive and $98} per car were charged 
for maintenance ; but in this case large additions to 
equipment were charged to maintenance. 

This indicates that the Lake Shore’s maintenance 
expenses last year were fully up to or above what will 
be required on the average, except possibly for cars. 

What we said last week of the effect of the railroad 
war and the bad harvest of 1881 on the Michigan Cen- 
tral’s earnings applies likewise to the Lake Shore. 
It was wholly due to the low freight rates that the 
profits were not larger than in 1880. The freight rates 
of that year would have increased the profits $2,300,- 
000—equal to $4.60 per share. The rates were artifi- 
cially low on a_ very large amount of the 
traftic—on the west-bound through for the first half of 
the year, when much more than half of it was 
carried, and on the east-bound through for the first 
two months of the year, in which one-fourth of it 
was carried. But the average rates could not have been 
made as high as in 1880. They have not been since. 
But the average rates are much higher now than in 
the first half of last year or the last half of 1881 ; and 
the trattic is larger than in the first half of 1882. The 
revival after harvest is shown by the fact that in the 
last four months of 1882 nearly 40 per cent. of the gross 
earnings and about one-half of the net earnings were 
made. 

The company, however, will require greater profits 
in future if it is to keep up its dividends. The debt 
incurred to secure control of the parallel New York, 
Chicago & St. Louis Railroad will increase the yearly 
fixed charges $456,890, being about $800 per mile 


of the new road. No direct income can be 
expected from this expenditure for a _ long 
time to ccme. One-third of this year is al- 


ready gone, and the new road in that time can hardly 
have earned its expenses. The purchase wasa de- 
fensive measure. The new road in the hands of an 
active competitor would have destroyed much 











more income than it will cost to pay interest on the 
investment. This interest is equal to a little less than 
1 per cent. on the company’s stock. 








VALVE GEARING. 


Notwithstanding all that has been written and said 
on this subject, it must be confessed that it still seems 
to be very imperfectly understood. Thus, supposing 
that we had, or could make, a valve mechanitm which 
would produce any kind of an indicator card that we 
wanted to have, consistent, of course, with the na- 
tural laws of heat and steam, who is there that is 
ready to say just what the best form of diagram 
would be for a locomotive running at full speed and 
pulling a heavy load? Experience and science have, 
it is true, indicated some general facts and principles 
which must be observed and fulfilled in order that an 
engine may work economically, but, so far as we 
know, no one has yet stated what form 
of diagram would give the very best re- 
sults. If we take the periods during which steam is 
admitted, expanded, exhausted and compressed, there 
is hardly any statement which could be made regard- 
ing them which might not have an interrogation mark 
placed after it, or which would not be questioned by 


some one. Thus, if we take the matter of 
the admission of steam to the cylinder, 
there would be much difference of opin- 


ion regarding the question of pre-admission, that 
is, whether it is advantageous to allow steam to enter 
the cylinder before the piston reaches the end of its 
stroke. This involves the question whether it is de- 
sirable to give any, a little, or much lead to the valve, 
and is also in a measure dependent upon the amount 
of compression during the preceding stroke of the pis- 
ton. There can, however, be no doubt of the fact 
that during the first few degrees of the revolution of 
the crank, steam pressure on the piston has a re- 
tarding effect on the engine, It would, therefore, 
appear as though it would not be desirable to have any 
pressure until after the crank has passed the point at 
which this retarding effect ceases. 

After the question of pre-admission, there comes the 
other one of what form the admission line should have 
on an indicator card. The belief is very general that 
it should be a straight line, and that it should indicate 
a pressure in the cylinder as nearly equal to boiler 
pressure as possible. Owing to this impression, which 
is very general, nearly all experimenters on the steam 
engine have done everything in their power to secure 
a straight admission line on their cards which 
would show that there was little or no 
pressure lost in passing from the boiler to the cylin- 
ders. There is, nevertheless, good reason for suspect- 
ing that the importance of this feature of indicator 
cards has been very much exaggerated. In fact it has 
been shown that wire-drawing is not very wasteful of 
steam, and although, perhaps, it is not the most 
favorable condition for economy, yet the differ- 
ence between the use of steam which enters the 
cylinders more or less wire-drawn, and that which 
gets in at full boiler pressure is not very great. 

With reference to expansion curves, probably few 
of our readers would care to fellow a discussion of the 
relative merits of the different forms of curves which 
may be produced. For our present purpose, all that 
need be said is that the steam should be permitted to 
expand with as little loss of heat from external radia- 
tion as possible. In other words, the steam is quite 
sure to expand in its own way if it is let alone and not 
robbed of its great treasure—heat. 

Having expanded, there comes the question of ex- 
haust. It is desirable to know whether this should be 
early or late, whether it should be slow or sudden, and 
whether steam pressure on the back of the piston dur- 
ing the period of exhaust is an advantage or the re- 
verse, or when the one ends and the other begins. Af- 
ter the stroke of the piston is completed it is agreed by 
all that, during at least half of the return 
stroke, there should be as_ little pressure 
as possible in front of the piston. After it has passed 
mid-stroke, however, the question of compression 
immediately presents itself, and its uses and economy 
seem to have only recently been recognized. So em- 
inent an authority as Professor Thurston has suggested 
that it might be economical to vary the compression 
instead of, or in combination with, the cut-off, as a 
means of regulating the amount of work done by an 
engine. 

In order to get at a more complete understanding of 
this subject, let us consider what the work is that 
must be done by the steam in a locomotive cylinder. 
Supposing that the rotation of the wheels is at a uni- 
form rate, the steam which enters the cylinders must 
start the piston with its rod, cross-head and 
connecting-rod from a _ state of rest and move 
it during the first half ef the stroke with an 
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accelerated movement, which is governed by the motion 
of the crank. About midstroke the speed of the pis- 
ton and its connected parts begins to diminish, and 
they are brought to a state of rest at the end of the 
stroke. Now it is evident that, tomove the piston in 
this way, there must be a much greater pressure ex- 
erted upon it during the former half of its stroke than 
during the latter half, and that this pressure 
must vary during successive periods of each half 
of the stroke. Thus the problem might be stated 
somewhat as follows: Supposing that the connecting 
rod was detached from the crank-pin, what would be 
the pressure exerted on the piston during successive 
portions of the stroke to move it and its connected 
parts at the same speed at which they would move if 
connected to a uni'ormly rotating crank? The prob- 
lem is an interesting one, and is submitted for solution 
tosome of the young students of engineering. Having 
once ascertained what these pressures should be, it 
will be easy to construct the indicator diagram which 
would be made if those pressures were exerted on the 
piston which would be required to run an engine with- 
out a load at uniform speed. 

But after this has been done it is essential, in order 
to do any work, that a uniformly rotating force should 
be exerted on the crank. No explanation will be 
needed to show that with the mechanism employed in 
connection with a piston and crank, the pressure on 
the piston to exert a uniform rotating effect on the 
crank must vary at different points of the stroke. In 
determining these pressures allowance must be made 
for the angularity of the crank and connecting-rod and 
the friction in the guides and other parts of the ma- 
chinery. This problem, also, is submitted to the 
young engineers. Having then the pressure cn the 
piston required to move the mechanism of the engine, 
and that needed to produce a uniform rotating effect 
on the crank, with a given load, their algebraic sum 
would represent the total pressure which should be 
exerted on the piston through the whole length of the 
stroke, from which it would be easy to deduce an in- 
dicator diagram for a single engine. With a double 
engine, that is, two cylinders and pistons connected to 
cranks at right angles with each other on the same 
shaft, the question of the pressure on the pistons which 
would result in a uniform rotative effect is a littl, 
more complicated, but not very difficult of solution. 

But, having thus ascertained what the pressures 
should be to do the work which an engine has to 
perform, the question arises whether in that case 
we would be using the steam in the most economi- 
cal way? This question it is not easy to answer off- 
hand. If a pressure is exerted on the piston just 
equal to the resistance to its motion, we would be 
making the most effective use of the engine, but 
then, if the cylinder pressure fell below the resist- 
ance opposed to the motion of the piston, the steam 
would be exhausted. Now with the ordinary meth- 
ods of working expansively, there is a pressure on the 
piston during the early part of the stroke greater than 
the resistance opposed to it, and during the latter part 
the effective pressure may be less than the resistance. 
In such cases the excess of pressure during the early 
part of the stroke is absorbed by the momentum of 
the moving parts, and is afterwards given out 
when the pressure on the piston falls below the 
resistance opposed to it. In such _ cases the 
piston imparts energy to the moving parts during 
the first half of the stroke, and takes it back 
during the last half. Now it is evident that 
when this is the case, it is not necessary that the 
piston should take back as much energy, if it still has 
some pressure upon it, as it would if there were none. 
If the resistance to the movement of the piston is 
equal to 10 pounds per square inch, it is evident that 
it would not be necessary to take back as much energy 
from the moving parts, if the steam pressure was 
equal to 5 pounds, as would be required if it was only 
three or one. In other words,in this way all the 
pressure which the steam exerts is saved, and it then 
escapes from the exhaust at a very low tension. 

There are two problems then to be considered : One 
is the most effective way of using the engine, and the 
other the most economical way of using the steam. 
Although very closely related to each other, the one 
does not follow from the other. 

In locomotives there is, however, still another 
problem for consideration. It is often more economi- 
cal to get the greatest amount of service out of the 
engine than it is to use fuel or steam to the best advan- 
tage. Asa locomotive must depend on its adhesion to 
exert its power, it is essential that the rotative effect 
on the cranks should not exceed the adhesion. 
If it does, the wheels will slip. Now, unless 
the rotative effect is uniform through the 
whole revolution of the cranks, it is evident that, to 
avoid slipping, it must be less than the adhesion 





during a part of the time. In other words, a locomo- 
tive cannot work up to the full limits of its adhesion 
unless the rotative effect of the pistons on the cranks 
is uniform through the whole revolution. As it is 
only in starting or working up steep grades, when 
steam. is used full stroke or nearly so, that there is ordi- 
narily occasion for using the whole adhesion, it is more 
important that the rotative «ffect should be uniform 
then than when steam is worked expansively. About 
15 per cent. of the tractive power is ordinarily lost, 
owing to the variation in rotative effect of the steam 
pressure when working at full stroke. If, then. some 
method could be devised which would make the action 


of the steam on the cranks’ uniform, it 
would increase the tractive power in 
about the proportion named _ above. As 


locomotives are not worked much at full stroke, econ- 
omy of steam and fuel at these times is of much less 
importance than their pulling capacity. The maximum 
load, however, which an engine will pull is nearly 
always determined by that which it will take up the 
steepest grade or will start at a difficult point on the 
road. 

The problems then which are presented to our read- 
ers are: 

First. What kind of an indicator diagram should 
we have when the engine is working most effectively 
with expansion. 

Second. What kind of a diagram will best fulfill these 
conditions and also use steam most economically ; and 

Third. How can we secure the most uniform rota- 
tive effect on the cranks when working steam full 
stroke or nearly so. 





The Winter Grain Movement. 


For the five months from Dec. 1 to April 28 that 
lake navigation was closed this year, the receipts and 
shipments of grain of all kinds at the eight reporting 
Northwestern markets (St. Louis, Peoria, Chicago, 
Milwaukee, Duluth, Detroit, Toledo and Cleveland), 
and the receipts at the seven Atlantic ports, have 
been, in bushels, for the past ten years: 


Northwestern Northwestern Atlantic 

Year. receipts. shipments. receipts. 
1873-74. . oa 5u,976,141 31,126,138 42,995,527 
> Se 40,800,924 19, 738,664 36,032,377 
oe eee 45,677,016 29,877,904 40,770,885 
Ss 43,364,462 26,599°317 7 41, - 31,389 
ke, Sere? 61,017,198 44,476,156 72, 616,301 
ener — 92 40,377,517 77,813,997 
| ee 7,601,334 51,857,009 77,253,329 
3 6s 485,480 44,464,138 70,349,361 
66,364,313 48,723,202 35,977,156 
94,648,191 57,655,698 64, 995, 582 





Wes see e thus that the receipts of the Northwestern 
markets have been very much greater this year than 
ever before—about 17,000,000 bushels or 26 per 
cent., more than in 1879-80, which was up to this 
year the winter of largest receipts, and 28,000,000 
bushels (42 per cent.) more than last year. 

The shipments were also larger than ever before, 
but not by so large an amount: 5,800.000 bushels, or 
11 per cent., more than in 1880, and 9,000,000 more 
thanlast year. The receipts exceeded the shipments 
this year no less than 37,000,000 bushels, which is 
much more than ever before. The excess of receipts 
has never been more than 26,000,000 before. Yet 
the accumulations in store at the Northwestern mar- 
kets, though large and much larger than last year, 
are not extraordinary. But when the lakes closed 
the elevators were unusually empty this year, and the 
Western consumption increases rapidly from year to 
year, 

The receipts of the Atlantic ports, though 29 mill- 
ions (80 per cent.) more than last year, were less than 
in any other year since 1877, and 12 millions (154 per 
cent.) less than in 1879 and 1880, when they were 
largest. After 1877 and until last year the Atlantic re- 
ceipts had always—except in 1§880—been greater than 
the Northwestern receipts ; last year the lack of grain 
for export prevented this, and the Atlantic receipts 
were 50 millions less than the Northwestern receipts ; 
this year, though exports were considerable, the At- 
lantic receipts were still 29; millions less than the 
Northwestern receipts. 

Though for the entire five months the movement 
has been extraordinarily large this year, this is not 
true of the April movement. For the four weeks end- 
ing April 28, the bushels received and shipped 
were: 

1879. 1800, 1883. 
N.W. recetpts. 11,250,808 13,214,345 15,228,503 12,307,508 11,782,751 

N.W. shipments. 12) 183,859 21, at 14,597,985 13,210,228 10! 78, 5B 
Atlantic rects...18,272,531 19,17",621 16; $35,003 5,935,810 9,583,014 

Thus the Northwestern receipts in April were less 
than last year even, and much less than in 1881, when 
navigation was not open, as well as less than in 1880, 
when it was, and the Northwestern shipments were 
less than in any previous year since 1877; and the 
Atlantic receipts, though 60 per cent. more than last 
year, were 40 per cent. less than in 1881, 50 per cent. 
less than in 1880, 48 per cent. less than in 1879, and 
less than in 1878 also. 





Thus April was a month of unusually light grain 
movement, as March was a month of an extraordi- 
narily heavy movement. It is hardly necessary to look 
further for an explanation of the light April move- 
ment than the unprecedented movement of the four 
months previous. It could not possibly keep up at 
that rate without larger crops than the country has 
ever yet had. Evidently the railroads which compete 
with the lakes and the canal have done an exception- 
ally large share of the business during the seasen when 
the vessels could not compete with them; and they 
will have little to complain of if they get very little 
grain to carry now until after harvest. They have de- 
livered as much to the seaboard already as in almost 
any six months heretofore. 





Changes in the Vanderbilt Companies. 


The Vanderbilt companies last week made a change in 
their organization and in their executive officers, which, 
however, introduces no new men into the management, and 
probably makes less change in the powers and duties of the 
several officers concerned than might appear from the changes 
in their titles. All the Vanderbilts retire from their presi- 
dencies, vice-presidencies and treasurerships, except that 
Mr. Wm. K. Vanderbilt remains President of the New 
York, Chicago & St. Louis, which seems not be treated as a 
“Vanderbilt” road in this any more than in its traffic 
relations. 

The changes are most numerous in the New York Central, 
in the management of which the Vanderbilts have been most 
directly concerned, conducting personally many of the 
negotiations which on other roads would be intrusted to a 
general manager or subordinate officers. Mr. W. H. Van- 
derbilt resigns the presidency, and is succeeded by Mr. 
James H. Rutter, who has been for three years’ the 
Third Vice-President, and before that General Traffic Man- 
ager and General Freight Agent. Mr. Cornelius Vander- 
bilt, who has had larger experience in railroad business 
than any other of the family, always in the financia 
department, is succeeded as first Vice- -President! 
by Mr. Charles C, Clarke, heretofore treasurer, and instead 
of Mr.Wm. K. Vanderbilt, Mr. Chauncey M. Depew becomes 
Second Vice-President, remaining, however, General Coun- 
sel, and in charge of real estate and taxes, while Mr. Wm. 
K. Vanderbilt was in charge of traffic. Mr. Horace J. Hay- 
den, while remaining General Traffic Manager, succeeds, 
Mr. Rutter as Third Vice-President. The only promotion of 
other officers is that of Mr. E. D. W. Rossiter, late Assistant 
Treasurer, to be Treasurer, as Mr, Isaac P, Chambers’ trans- 
formation from ‘‘ General Auditor ” to ‘‘ Comptroller ” may 
be considered a change of title rather than a change of 
office. 

On the Michigan Central Mr. H. B. Ledyard, General 
Manager, becomes President, in place of Wm. H. Vander- 
bilt, and Mr. Henry Pratt, Assistant Treasurer, succeeds 
Cornelius Vanderbilt as Treasurer. 

On the Lake Shore Mr. John Newell, General Manager, 
succeeds Wm. H. Vanderbilt as President. Both these 
presidents apparently remain general managers. 

With this change in officers there is made a change in 
organization, which we have not yet a definite account of, 
but it apparentiy gives to committees of the board of 
directors much of the power which has hitherto been exer- 
cised by the presidents and vice-presidents. The office of 
Chairman of the board is created,and in some respects he will 
be the chief executive officer of the company. Mr. Wm. H. 
Vanderbilt, wishing to retire from active railroad service, 
Mr. Cornelius Vanderbilt, who has a high reputation asa 
railroad officer, earned by attending to railroad work since 
boyhood, is naturally made Chairman of the New York 
Central board ; he also is Chairman of the Michigan Cen- 
tral. Mr. Wm. K. Vanderbilt becomes Chairman of the 
Lake Shore. He has had comparatively few years’ experi- 
ence; and only since 1877, we believe, has he held any 
office, except that of director. When first placed in charge of 
traffic and appearing to negotiate with other railroad com- 
panies there was some disposition, we think, on the part of 
railroad men, to regard him asa figure-head ; but when Mr. 
Rutter was ill and absent and he had to depend upon him- 
self he showed excellent business capacity, and we have 
heard good judges speak of his conduct of difficult and deli- 
cate negotiations as showing decided ability, decision and 
skill. 

It has been said that the new organization of the Vander- 
bilt companies with the Chairman of the board and com- 
mittees of directorsin charge of different branches of the 
service is the English system. It is true that the English 
board bas a chairman and that it is divided into committees, 
each of which has supervision of some distinct department. 
But then an English company bas no presidents and vice- 
presider ts, and no member of the board of directors cap be 
an officer other than chairman. In the New York Central 
board are Mr. Rutter and Mr. Depew, as well as the Chair- 
man. 

Just what powers are given to the officers and what are 
retained by the board we do not know; it is every way 
desirable that directors should exercise close supervision— 
know everything their officers do and express approval or 
disapproval on occasion ; but a board can hardly fail to 
make a bungling jog of it if it attempts executive duties, 
or fails to give wide discretion and power of initiative to 
its executive officers. Promptness and decision can hardly 
be exercised else; and especially not by a board, which is 
more a deliberative and judicial body. It is proper that a 
managing officer should always have the board in mind, 
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be checked by it, directed by it and perhaps stand in awe 
of it—feel! at least that it will criticise severely all his acts— 
but in most things he should not have to wait for it. There 
are matters, to be sure, concerning which he should always 
consult the board or its proper committee before acting, but 
these for the most part do not concern the operation of the 
road, 

There is one thing in the New York Central administra- 
tion whichis striking. With a president and three vice- 
presidents, who may be supposed to stand at the head of its 
operations, there is not one man of technical training or ex- 
perience—no engineer, no person experienced in construct- 
ing, maintaining and working a railroad. Traffic, law and 
finance are represented, but not engineering. Mr. Tilling- 
hast, Assistant to the President, is the man with technical 
experience who stands nearest to the tarone, but no such 
man has a seat on it—the throne ia this case being a bench 
long enough to hold four. Among them there should be at 
least one man of distinguished ability with the experience 
of an engineer and superintendent. 


April S!.ipments from Chicago. 


Chicago through sail shipments eastward for the last eight 
days of April were 41,546 tons, which is at the rate of 
$5,525 per week. Of the shipments for the eight days 14.9 
per cent. went by the Chicago & Grand Trunk, 23.5 by the 
Michigan Central, 14.3 by the Lake Shore, 31.3 by the Fort 
Wayne, 10.8 by the Chicago, St. Louis & Pittsburgh, and 
5.2 by the Baltimore & Ohio. The two Vanderbilt roads 
thus carried 37.8 per cent. of the whole instead of 45.5; 
and the two Pennsylvania roads carried 42.1, instead of 
55.5, The Grand Trunk was over about as much as the 
Baltimore & Ohio was short. 

lor four successive years the shipments in the last week of 
April have been ; 

1880 1881, 1882, 1883. 
Tons ia . 30,263 53, S66 29,528 35,525 

Thus the shipments this year were a fifth larger than last 
year and a sixth larger than in 1880, but were 40 per cent. 
less than in 1881. Navigation was open about half the week 
this year, and the wholeof it in 1880 and 1882; but none of 
it im 1881. 

For seven successive weeks the shipments have been: 

—-———---Week ending-- —— - 
March 14. Mareh?21. March21, Apr.7. Apr.14. April 22. Ay 

69,696 69,268 57,094 =36,271 35,728 33,668 D 

Thus, after an uninterrupted decline from the first week of 
March (when the shipments were 72,051 tons) till the third 
week of April, we have in this last week of April, just as 
navigation opens, a slight increase. 

The local Chicago report of shipments of flour, wheat and 
provisions for the week ending May 5 gives a total of 
36,371 tons, including 2,480 tons by the Nickel Plate. This 
is an increase of 6,638 tons over the previous week. These 
shipments have recently been from 5,000 to 8,000 tons less 
than the total shipments under the pool. 

For the month of April the total through Chicago sbip- 
ments for five successive years have been : 

isi 1880. 1881. 1882. 18833. 
208,042 186,545 275,417 138,472 147,115 

This year, therefore, the shipments were 8,641 tons (6.2 
per cent.) more than last year, but much less than in the 
other three Aprils—not half as great as iu 1879, and but 
little more than half as great as in 1881. The rates aver- 
a little more than in 1882, but were less than in 1880 
and 1881, and the earnings from the traffic were probably 
smaller than in any other year except last year. 

For the four munths ending with April the shipments for 
tive successive years have been : 








Tons 


aged 









1879. 1880. 1882. 1883. 
January W5512 163.378 821,148 257,093 
February 1O8.541 166,541 816 
March 258,458 S1L8.983 17 45° 287 a] 
| en) 186,548 275,417 158.472 147,113 





$35,445 955,641 864,599 914,951 

At the end of March the shipments had been larger this 
year than in any previous, but the small April shipments 
have brought the shipments of the four months 4‘; per cent. 
below those of 1881 and 3.4 per cent. below those of 
1879. Rates were irregular and very low in 1879; highest 
and best maintained in 1880; higher than this year and a 
little irregular in 1881; very low fur two months and lower 
than tbis year the other two months last year. If the ship- 
ments had all gone through to New York the earnings from 
them for the four months would have been about as follows: 
1879. 1880. 1881. 1882. 18833. 
582.000 $6,192,000 $6,545,000 $2,884,000 $5,410,000 
Though, as the trafliec did not all go through to New York, 
the earnings must have been something less than this, they 
must have been about in these proportions and not very 
much They indicate that the earnings from the Chi- 
cago shipments this year, though 87 per cent. more than 
last year and 52 per cent. more than in 1879, were 17 per 
cent.less than in L881 and 11 per cent. less than in 1880. 

Rail shipments in the four years for which we have rec- 
ords have always been larger in April than in May, when 
navigation is always open, and the decrease has sometimes 
been very large. Both in 1880 and in 1881 the 
were smaller in May than in any other 
month of the year. Last year, however, the decreuse 
continued till August, there being little produce left 
in the West to be carried. This year there is very 
much more, and so far the lake vessels are not com- 
peting for it as much as they did last year. If lake rates 
are not materially reduced, we shall expect the shipments 
in May, and especially in June and July, to be much larger 
than last year—in June and July in spite of any reduc- 
tion in lake rates. Shipments can hardly be large in May 
this year—perhaps no larger than in April; but it will 
be a mistake to judge the season by them. June and 
July shipments we expect to be decidedly large. 


Four months. .947,553 


$3 


less, 


shipments 


The Cotton Movement. 





The cotton movement for the first eight months of the 
| crop year (Sept. 1 to April 30), bas been unprecedented. 
The Commercial and Financial Chronicle reports the total 
marketed as 6,673,051 bales this year, against 5,190,265 
last year and 6,188,597 in 1880-81, in which latter year 
the production was much greater than ever before. The 
average weight of bales has also been greater this year, so 
that the number of pounds marketed has been 3,270 
millions, against 2,467 in 1882 and 3,017 in 1881—an in- 
crease of 3214 per cent. over last year and of 814 per cent. 
over 1881. 

Though there remains one-third of the crop year, the pro- 
duction aud movement of the last crop are substantially 
indicated in the above figures. Only a very small portion 
of the crop remains to be marketed after the first of May— 
in 1881, only about 5 per cent of it. 

The relative proportious of the receipts at the different 
ports vary considerably from those of last year. There is a 
considerable gain at the Gulf ports, and a loss at most of 
the South Atlantic ports—that is in percentages, for all 
important ports except Northern ports have a gain in 
quantity. Thus the receipts for the eight months this year 
and last were: 





1882-85. 1881-82. Increase. P. c 
At Gulf ports ceeeeeees 2,684,129 1.824.665 859,444 46.5 
South Atlantic ports...... 2.506,682 2,170,053 336,629 15.5 
North Atlan ic ports..... 439,378 443.497 *4,119 0.9 
Total... . 5,630,189 4,438,235 1,191,964 27.0 


* Decrease. 

Thus nearly three fourths of the whole increase in sea- 
board receipts was at the Gulf ports, whichin the aggregate 
gained 461¢ per cent., while the South Atlantic ports (Nor- 
folk and further soutb) gained but 1514 per cent. Galveston 
shows an increase of no less than 9119 per cent., and in 
amount of receipts this year stands third and close to 
Savannah, which stands second, each having received nearly 
half as much as New Orleans. At New Orleans the increase 
is 371¢ per cent. Nearly 48 per cent. of the whole went to 
the Gulf ports this year; only 41 per cent. last year. What 
gain there is at the South Atlantic ports is chiefly at 
Norfolk and West Point. If we count them as one port 
(and a vessel could readily take part of its cargo at one and 
part at the other), its receipts are next to those of New Or- 
Jeans—970,450 bales this year, and 202,878 bales (2614 per 
cent.) more than last year. 

What is given as the receipts of North Atlantic ports (as of 
other ports) includes only cotton shipped from the interior 
by rail or river to them, not any brought to them from some 
other port, the receipts being counted only when they first 
reach the sea, to avoid counting a bale more than once. The 


North Atlantic ports receive a great deal more from 
Savannah, Charleston, Norfolk, etc., than from interior 


points; indeed, their exports are more than double the above 
reported ‘ receipts.” Altogether this year their overland 
receipts were but 7.8 per cent. of the total seaboard re- 
ceipts, against 10 per cent. last year. 

The “ overland movement “—the shipments direct by rail 
from the cotton-producing country to Northern ports or 
interior manufacturing towns—has not increased in propor- 
tion to the total movement this vear. This is the movement 
which gives the longest hauls to the railroads, and the only 
part which gives any traffic to speak of to Northern rail- 
roads west of the seaboard. The number of bales thus 
carried which crossed the Ohio River, or the Mississippi 
north of the Ohic, has been, for three years : 

1882-83 
1,028,811 


1881-82. 


997,768 


1880-81. 


920,775 


28 


Bales. ons 

Thus, with an increase in the total movement of 3214 
per cent. over last year, there was an increase of but 8 
per cent. in this overland movement. Last year, however, 
the overland movement was extraordinarily large, 
due probably to demoralized rates, which extended mate- 
rially the territory from which it was cheaper to ship 
through by rail than to a Southern seaport and thence by 
Since 1880-81, when the crop more nearly ap- 
proached that of this year, the increase bas been 17 per 
cent., though the total movement has gained but 81¢ per 
cent. 

There are some curious changes in this movement by the 
different routes. The increase is cbiefly in the shipments by 
way of St. Louis and Cairo. The shipments by way of 
Louisville and Cincinnati for the eight months by the dif- 
ferent routes have been for three years, in bales: 


sea. 














Louisville. 1882-83 1881-82. 1880-81. 
By Jeff., Mad. & Ind . 48,429 90,367 68 583 
By Ohio & Miss............. 56,342 35,616 

, Ce rrm:  ! 104,209 

Cincinnati. 

By Oblo River... ......2... 40.319 40.708 
By L., Cin. & Lex.......... 47,368 35,950 
By Cin. Southern... 68,515 71,778 

GER sa cnaw ks ecnirens 156,202 270,813 148,436 


Thus last year the Jeffersonville, Madison & Indianapo-_ 
lis carried from Louisville more than four times as much as 
the Obio & Mississippi; this year not quite so much as the 
latter road. The amount carried by way of Cincinnati 1s 
42 per cent. less than last year, though there is an increase 
of 8 per cent. in the total overland movement ; there isa 
decrease of 50 per cent. in the movement by the Louisville, 
Cincinnati & Lexington, and of 44 per cent. by the Cincin- 
nati Southern. 

This extraordinary cotton crop was made in a year when 
the grain production of the South was much larger than 
ever before, and its effect on the prosperity of the people, 
on their purchases, the general traffic and the travel on the 
Southern railroads should therefore have been very great. It 
would have been much greater, doubtless, ifit had not fol- 
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lowed a year of very bad crops of all kinds, so that part of 
the gains of the last crop have gone to make up for the 
losses by the crop of 188]. 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Clifton & Southern Pacific.—Track laid from Lordsburg, 
N. M., north 10 miles. 

International & Great Northern.—Th2 Trinity Branch is 
extended from Peachtree, Tex., east by south to Ogden, 12 
miles. 

Kansas City & Scuthern.—Track laid from Clinton, Mo., 
south to Jordan Springs. 4 miles. 

Northern Pacific.—Extended 
Montana, 8 miles, 

St. Louis & San Francisco.—The White River Branch is 
extended from Sparta, Mo., south to Chadwick, 7 miles. A 
branch is completed from Rogers, Ark., west to Bentonville, 
7 miles. 

Southern Pacific.—The Colorado Division is extended 
from Goffs, Cal., eastward to the Colorado River, 43 miles. 

Union Pacific.—The Greeley, Salt Lake & Pacific Branch 
is extended west to Penn Gulch, Col. 7 miles. The Wood 
River Branch it extended north to Hailey, Idaho, 37 miles. 

West Virginia Central & Pittsburgh.—Extended from 
Kitzmillersville, W. Va., southwest to Blaine, 10 miles. 

This is a total of 145 miles of new railroad, making 1,216 
miles thus far this year, against 2,503 miies reported at the 
corresponding time in 1882, 1,018 miles in 1881, 1,264 miles 
in 1880, 493 miles in 1879, 312 miles in 1878, and 354 miles 
in 1877. 


westward to Gallatin, 


THE Joint EXECUTIVE COMMITTEE held two weeks ago 
was the first one actually held for more than five months; 
for the one assembled Feb. 20 adjourned without attempt- 
ing any work of importance, owing to Mr. Fink’s illness. 
That no meeting was required for that length of time is of 
itself pretty good evidence of the effectiveness of the organi- 
zitiono, There have been some irregularities, but the por- 
tion of the traffic taken at less than the regular rates has 
peen an insignificant fraction of the whole for the season, 
though there may have been short periods at certain places 
where reductions from the regular rates have not been un- 
common. There no longer seems to beany question among 
railroad companies as to the desirability of keeping up the 
organization and extending its application as opportunity 
offers. It is looked upon as all but indispensable; and in- 
deed it now seems that without it through freight would 
hardly vield any profit. 

At the freight meeting two weeks ago sume important 
work was begun, but not much work was completed. The 
most important work done, perhaps, was the adoption of a 
new basis of rates for points west of a line from Cincinnati 
to Detroit, to Buffalo, Pittsburgh and other western termini of 
the trunk lines. It is proposed that these rates shall be one 
half of the rates from the same places to Boston, the Boston 
rate being 10 cents per 100 !bs. more than the New York 
rate for the first and second classes, and 5 cents for the other 
classes. This will give a great number of different rates 
per mile, which will be least from the most distant places. 
Thus the rate from Jackson, Michigan, to Buffalo, 312 
miles, will be one half of the rate from Jackson to Boston, 
811 miles; from East St. Louis to Buffalo, 713 miles, the 
rate is likewise one half of the rate from East St. Louis to 
Boston, 1,212 miles. 

Complaint had been made that the rates from Detroit and 
Toledo to New York, which are lower in proportion than 
from other places equally distant, tended to divert traffic 
from some junction points a little further south. A commit- 
tee recommended the following changes in tbe basis of 
rates, the figures being the percentages of the New York 
rate: 


Old. New. 
Detroit, Toledo, Fostoria and Sandusky.......... 75% 78 
RN ccactacubsnerctvans, 9660006040 ssh0nsdqeece 70 71 
WS WMO iv cedicerscsicewe. Sessnes . 88 86 


Final action on this matter was postponed until the meet- 
ing to be held next week, when also will be considered the 
dividing of traftic at Western points where there has been 
no pool as yet, and settlement of balances due under the 
agreement of March 13, 1882, 

At the passenger meeting Mr. Fink was able to report thay 
the railroads whose traffic was affected had made a gain of 
21 per cent, in earnings from the traffic covered by the 
agreement. It was agreed to settle the balances due under 
the agreement for the six months ending March 1 by the 
payment of 80 per cent. of the amounts by the roads which 
carried more than their proportion. A new contract for 
the six months beginning with March was drawn but in 
some points not completed. It was proposed to include 
points as far west as Kansas City among the places between 
which through passenger earnings should be pooled, and it 
is also suggested that besides pooling the business over the 
long routes between the seaboard and the principal West- 
ern towns, the travel trom the various competing points on 
these long routes be included also, not only that between 
New York and St. Louis, for instance, but also that be- 
tween Indiana, New York and Indianapolis and Indiana- 
polis and St. Louis. 

It is these and other subjects which are being considered 
at the meeting this week. It should be remembered that 
there are two distinct organizations to protect the passenger 
traffic. One is of the trunk lines by themselves, which have 
agreed to divide their gross passenger earnings, through 
and local. The proportions in which the earnings are to be 





divided have not yet been determined ; but the arrangement 
has been perfectly effective in securing its purpose. 
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originally proposed to make a similar arrangement among the 
Western roads, but it was early found impracticable, and it 
has for months been the purpose to provide only for a divi- 
sion of the earnings from the competitive travel. There 
has been much less experience in this than in the combina- 
tions for maintaining freight rates, but the success attained 
has been marked, and there is every prospect that a com- 
plete carrying out of the plans will be still more effective. 








THE PENNSYLVANIA RAILROAD DIVIDEND for the half- 
year is 2 per cent. cash and 2 per cent. in stock, and at the 
same time stockholders have the privilege of subscribing for 
additional stock to the amount of 4 per cent. of their hold- 
ings. Just before the dividend was announced the stock 
($50 shares) sold for 6314; after the announcement at 59. 
Yet the dividend and the privilege, even at the reduced price 
of the stock, are worth about $2.50 per share, or 5 per cent. 
It seems that some expected a 5 per cent cash dividend, and 
others only a 10 per cent. stock privilege. The 
company’s reports shows that it is earning more than 
it divides, and more than 5 per cent. for the half-year ; 
but the company’s history shows that, with its enormous 
contingent obligations for leased and controlled lines, it is 
not safe to divide all its surplus in prosperous years. One 
might say that the large improvements and additions now 
being made, which this year are estimated to cost $10,000,- 
000, it were better to pay for with Londs, on which the 
company raises money at 414 per cent., instead of stock, 
which has recently paid 8 per cent. or more. But there is 
a limit to the amount of funded debt or other fixed charges 
which a company can safely incur, and after 1873 this com- 
pany found that it had passed that limit, as the stockholders 
felt very plainly in their greatly reduced dividends. The 
new stock will provide about five millions ($5,118,078) of 
capital and make the total capital stock $90,419,378. At 
the same time $5,000,000 of 414 per cent. bonds are 


issued, which brings up the total funded debt 
to about $73,800,000. This is not an _ exces. 
sive proportion of debt; but it does not represent 


the whole of the company’s fixed charges. Last year 
while it paid out for interest about $4,336,000, itspay 
ments for rentals were about $6,290,000—also a charge that 
comes before dividends. With these heavy rentals, the 
larger portion of which is for property (the United New 
Jersey roads) which does not even in these prosperous years 
earn the rental, an addition to the debt is to be shunned, 
which otherwise might be the best method of raising capital. 
By keeping down the fixed charges now, while adding 
greatly to the property, there is less probability that tbe 
dividend will have to be greatly reduced or passed when the 
evil days come, as they surely will sometime. And the 
policy which the company is pursuing makes it all but cer- 
tain that a period of business stagnation like that which we 
passed through from 1873 till 1878 cannot have anything 
like so serious an effect on thiscompany. Its property is 
immensely increased, but its fixed charges have grown very 
little. At the beginning of this year it had $40,000,000 
more of property with which to earn profits than in 1£77, 
but only $7,800,000 more debt. 

it is probable that if the company had borrowed all the 
money required for the additions to the property, and paid 
a cash dividend of 5 or 6 per cent., as it easily might have 
done, the stock would have gone up largely, and the ‘“ in- 
siders” would have been able to make an enormous amount 
by speculation ; but the big dividend after a time very 
likely would be balanced by a little one or none at all. 








THe ATLantic & Paciric RAILROAD has extended its 
Indian Territory line southwest from Vinita to the Arkan- 
sas River, some distance west of the point where the Mis- 
souri, Kansas & Texas crossesit. This gives it a station ac- 
cessible to the cattle driven north from Texas, as well as to 
those pastured in the territory—the latter an important 
number. It will therefore become an active competitor 
for the live-stock shipments. 

It isremarkable how within a comparatively few years 
the competitors for this traffic have multiplied. About 1870 
the Kansas Pacific got substantially the whole of it. The 
two Joy roads built southward from Kansas City and 
Lawrence and reaching the border at Baxter Springs and 
Chetopah werej too far east; the country quickly settled 
west of them so that cattle could not be driven to these 
stations, except at great disadvantage. The Missouri, 
Kansas & Texas soon went directly to Texas ; but it reached 
the state too far east also, and at that time railroads were 


not built far enough west in Texas to reach the 
cattle. After a little a considerable number of the 
Texas cattle were driven past the Kansas Pacific 


and shipped later in the season by the Union Pacific. Then 
came the Atchison, Topeka & Santa Fe south of the Kan- 
sas Pacific, and took almost immediately the larger part of 
the drive, we believe. The extension of railroads in Texas 
gave several points among or easily accessible to the cattle 
ranches, which delivered the cattle to the Iron Mountain or 
the Missouri, Kansas & Texas to be taken north without 
driving. Finally, the Chicago, Burlington & Quincy ex- 
tended its Nebraska line so as to be able to reach cattle 
driven north. There are now perhaps a dozen cattie ship- 
ping stations for Texas cattle, which, not so long ago, Abi- 
lene, on the Kansas Pacific, had pretty much to itself. No 
one road can now make so much out of the business as the 
Kansas Pacific and the Atchison, Topeka & Santa Fe once 
For most of the roads the shipments of cattle pas- 
The 


made. 
tured along their own lines are much more important. 


occupation of the country for ranches and farms has made 
the driving more difficult, but still most of the Texas cattle 
are driven across Indian Territory and not shipped directly 





from Texas. Asthe season advances they find better pas- 
ture further north, and are driven for feed as much as for 
transportation. _ 








THE “WENTWORTH” is the name of one of two new din- 
ing cars just completed for the Michigan Central Railroad, 
named, doubtless, for the late Henry C. Wentworth, who 
spent his life in the passenger service of this company, and 
died its General Passenger Agent. Few men ever did more 
to cultivate and develop the passenger traffic of a railroad 
than did this clear-headed, sagacious and industrious agent; 
none was ever more devoted to the interests of his employer. 
It is pleasant to see that his company has not yet forgotten 
him. And it would seem more appropriate that cars and 
engines and stations, when named from persons, should take 
the names of those who have ended their service rather than 
those still living and in the service of the road. But railroad 
companies have short mewories, and are perhaps as un- 
grateful as republics. The Michigan Central would be 
hardly likely to name a station ‘‘ Brooks,” or ‘‘ Joy,” or 
‘*Rice” now ; ‘‘Hammond” probably does not now seem 
to be a peculiarly fitting name on the Chicago, Burlington 
& Quincy, nor “* Mason” on the Illinois Central. ‘*‘Gault” 
was once a name likely to attach to anything nameable on the 
Northwestern, the Milwaukee & St. Paul or the Wabash ; it is 
questionable whether it would be thought of now on the 
Wabash, even, which has not lost hima month. Does any 
one remember such names as “‘ Allen,” “ Jervis,” ‘* Latrobe,” 
“Welch,” ‘‘Henck,” ‘‘ Trautwine,” etc , when new places 
have to be named? The new West Shore road has lost in its 
service, thus early in its history, two men whose names are 
worth identifying with itself—Ashbel Welch and Howard 
Fry. On its line, however, the country is so old and well 
settled that there cannot be much need for new names of 
stations. The practice of naming from active officers looks 
a littie like building one’s own monument. We had better 
leave that to posterity, or at least to other people. Doubt- 
less ib is more appearance than reality. The name is usually 
given as a compliment to the person whose name is used, 
and not by him, and doubtless often without his know]l- 
edge. 








Two NEw FREIGHT LINES FROM NEW YORK TO CHICAGO 
were opened for business at the beginning of this month, 
both running over the Nickel Plate west of Buffalo. These 
are the ‘‘ Traders’ Line,” which runs over the Erie, and the 
“Lackawanna,” running over the Delaware, Lackawanna & 
Western east of Buffalo. These are the only freight lines run- 
ning over the Nickel Plate, or likely to until the West Shore 
road is completed to Buffalo. Two yearsago if it had been 
prophesied that a road between Buffalo and Chicago wholly 
controlled by the Vanderbilts should have intimate traffic 
relations with the rivals of the New York Central east of 
Buffalo and none with the New York Central, he would 
have been jeered at. Yetthis is what we see to-day, and 
moreover it looks like good policy on the part of the 
Vanderbilts. The two roads which feed the New York 
Central west of Buffalo can bring it all the traffic 
that it can expect to command, in face of the competition 
that exists. They have established connections with all 
the principal traffic centresof the West. The other roads 
were sure to reach the principal places on the Nickel Plate 
by some other route if not by it, and if forced to find another 
route were not unlikely to make trouble about rates. It is 
certainly better for the Nickel Plate that they should use 
it, and it is questionable whether the New York Central 
loses anything by it. It, doubtless, can use it too if it finds 
there is anything to be gained by it ; but for the present at 
least finds its old connections by the Lake Shore and the 
Michigan Central more advantageous. 

The new freight lines are not yet able to compete for the 
traffic originating in Chicago, because the Nickel Plate has 
as yet no station there—an odd commentary on the adver- 
tisement last September which announced the opening of 
the road on the 15th of October following. 


THE SUMMER PACKING SEASON which begins with March 
and closes with October, promises to be the least active for 
many years. The larger part of the summer packing is 
done at Chicago, and the number of hogs packed there in 
the first two months of the season for five successive years 


has been: 
1878. 1879. 1880. 1881. 1882. 1883. 
520.000 415,000 750,000 470,000 511,000 325,000 


Last year the number packed was reduced by the lack of 
corn to fatten hogs; the more abundant crop last 
fall could not have a great effect on the winter packing, 
because the stock of hogs could not be increased in time ; it 
however, gave farmers a motive for increasing their stock 
as soon as possible, and it would have been possible to have 
done so in time to fatten hogs this season. The indications 
are, however, that the stock is still short, and that not tili 
later in the season and possibly not till the opening of the 
winter season, will there be any recovery. 


PETROLEUM EXPoRTS have been smaller this year than 
last, but larger than in any previous year. For the four 
months ending April 28 exports for five successive years 
have been, in gallons : 

1879. 1880. 1881. 1882. 1883. 
88,488,662 108,897,870 100,794,097 142,533,771 129,127,283 

The exports this year were 9.4 per cent. less than last 
year, but 28 per cent. more than in 1881, and 19 per cent. 
more than in 18-0. New York gets even a larger share of 
it than heretofore. Its percentage of the whole was 87 this 
year, against 82 per cent. last year. Compared with the pre- 
vious year, there is a decrease of 3.9 per cent. at New York, 
one of 35.6 per cent. at Philadelphia, and 70 per cent, at 
Baltimore, 





THE SCRAP HEAP. 


Locomotive Building. 


The Brooks Locomotive Works in Dunkirk. N. Y., have 
taken a contract to build 10 standard guage locomotives for 
the Cincinnati & Eastern road, 

The Grant Locomotive Works in Paterson, N. J., are 
running on orders for the New York & New England, the 
Norfolk & Western, the Cincinnati, Hamilton & Dayton 
and the Pennsylvania Railroad. 

The Baldwin Locomotive Works in Philadelphia have 
many orders on hand and are just completing some engines 
for the PhiladeJphia & Reading road. They have taken a 
contract for several locomotives for the Vera Cruz & Alva- 
rado road in Mexico. 

The Portland Co. in Portland, Me., has orders enough on 
hand to keep its locomotive sbops busy all the summer, 

Tae Pittsburgh Locomotive Works are building 10 ten- 
wheeled freight engines for the new Pittsburgh, McKees- 
port & Youghiogheny road. 

The directors of the new McQueen Locomotive Works in 
Schenectady, N. Y., held a meeting on May 7, when plans 
were adopted for the buildings, and it was decided to begin 
work on them at once. They will be of brick and will 
include all the essential features of first-class locomotive 
works. When in full running order 500 bands will be em- 
ployed. It is expected that the works will be ready for 
operation next fall. 

Car Notes. 

The Lehigh Car Manufacturing Co. at Stemton, Pa., has 
taken a contract to build a number of freight cars for the 
Bangor & Portland road. 

The Barney & Smith Manufacturing Co. in Dayton, O., 
has turned out two new and handsome sleeping cars for the 
St. Pauli, Minneapolis & Manitoba road, 

The Old Colony shops in South Boston have just turned 
ont two new and handsome passenger cars to run on the 
Fall River steamboat train 

The Harlan & Hollingsworth Co. in Wilmington, Del., 
has just completed four sleeping cars for the Canadian Pa- 
cific road. 

Bridge Notes. 

Clark, Keeves & Co, at Phoenixville, Pa., are building an 
iron bridge over the James River at Richmond, Va., for 
the Richmond & Petersburg road, to repl»ce the temporary 
structure which has been used since the burning of the old 
bridge. 

Reynolds & Co. of Rock Island, Ill., have taken the con- 
tract to build a bridge over Rock River, on the Chicago, 
Burlington & Quincy’s new branch from Sterling, LL, 
north. It will be a Howe-truss bridge, with seven spans of 
138 ft. each. i 

The Morse Bridge Co. in Youngstown, O., now employs 
about 250 men, and has recently added a large trip-hammer 
and other machinery to its works. 

Iron Notes. 

Jupiter Furnace in South St. Louis is turning out 140 tons 
daily of Bessemer pigirov. It is operated by the St. Louis 
Ore and Steel Co., which bas two other furnaces in blast. 

Pennsylvania Furnace, situated at Graysville, Huntingdon 
County, Pa.. and owned by Carnegie Brothers & Co., 
Limited, was built in 1813. It was changed from charcoal 
to coke in 1881.—American Manufacturer. 

— Furnace, in Fayette County, Pa., has gone into 
last. 

A meeting of representatives of the Amalgamated Asso- 
ciation and the iron manufacturers was beld in Pittsburgh 
last week, which lasted but a short time and resulted in 
nothing. It is now said tbat there is very little prospect of 
an agreement being reached as to the wages to be paid after 
June 1, and that a long strike is possible. The manufactur- 
ers urge that a reduction of wages is absolutely necessary in 
the present condition of the iron trade, while the workmen 
do not seem inclined to accept any lower wages than are 
now paid. Some compromise may be reached, but at pres- 
ent a general strike in the Pittsburgh District seems quite 
probable. 

Manufacturing Notes. 

The Ingersoll Rock Drill Co. bas removed its office and 
warerooms to No. 10 Park place, New York, the rapid 
growth of business making necessary a change to larger 
quarters. In the new warerooms a full display will be made 
of the company’s steam rock-drills, air compressors, boilers, 
hoisting engines, electric blasting batteries and rock ex- 
cavating machinery generally. Tbe 7 rock-drills 
and other machinery are now very widely used on tunnels 
and ovher railroad work in rock. 

Blackmer & Postin St. Louis are making considerable 
additions to their works. The new buildings and kilns will 
increase their capacity for making large sized pipe for rail- 
road culverts about one-half. 

Williams, White & Co. in Moline, [ll., are building a 
powerful machine for bending iron bars for car tracks. It 
weighs about 9,000 lbs., and will bend iron of all sizes up to 
5 by 144 in. Several machines have been sent to the Pull- 
man shops and the Uvited States Rolling Stock Co. 

The new works of the American Brake Co. in St. Louis 
are now in operation, and employ about 50 men. 


The Rail Market. 

Steel Rails,—Prices are steady at about $39 per ton at mill 
for summer delivery, with few new orders reported. Some 
orders for fall have been placed at $38. Light rails are in 
fair demand and are quoted at $40 to $43, according to sec- 
tion. 

Rail Fastenings.—Spikes are unchanged at $2.60 per 100 
Ibs. in Pittsburgb, with a more active demand. Track-bolts 
are still quoted at $3.25 per 100 Ibs. for square nuts and 
$3.35 to $3.45 for hexagon nuts. Splice bars are a shade 
lower at 2 cents per pound. 

Old Rails.—The market for old iron rails is dull and 
quotations nominal at $23.50 to $24.50 per ton at tidewater 
for tees, and #27 for double-heads, 

A Pass Swindler. 

Mr. Hugh McMillan, Secretary and Treasurer of the De- 
troit, Mackinac & Marquette Co.,informs us that a man 
calling himself C. A. Snow recently obtained a pass from 
Vice-President M.H. Smith, of the Louisville & Nash- 
ville, on the strength of a letter written on paper bearing 
the letter-head and stamp of the Detroit, Mackinac & Mar- 

uette, and purpcerting to be signed by James McMillan, 
President of that company. Mr. McMillan says : 

* As the whole production was fraudulent from beginning 
to eud, the request being written on a printed letter-head— 
presumably got up for the purpose—and bearing a 
stamp, but a different one from any we have in use, Mr. O. 
H. Perry, Assistant to President, whose name appears on tue 
letter-head, being an invention of the writer. I think it 
proper to advise you of the methods pursued by this par- 
tially successful scoundrel, in order that you may refer to the 
matter in your paper and so warn your patrons that ‘ Mr. C., 
A. Snow’ is on the road.” 


A New Time System. 


The Cleveland, Akron & Columbus road has issued a time- 
card in which, for the first time, an attempt bas been made 
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to put into practical shape the often proposed system of 
numbering the hours of the day from 1 to 24. egive a 
portion of the card as a specimen: 


Gone Sovursa. 


STATIONS. - . ome 
Mail. Express. Accom. | Accom. 
2 4 6 8 


(Union Depot.) O’cloek. O'clock. O'clock. | 
Lv. Cleveland .......... 8.25 14.00 CS es 
Euclid Avenue... ; 14.16 xx tnes 
Nickel Plate Junc. ...... 14.20 ED scale xa 





BRIOR.. | cin cic cusses tesmaees 
New Portage ........ . 
CEOs 5.6.0 vcndkccautaees 


fe ee 16.19 | 1843 | ...... 
Marshalville.......... 16.31 ee ee 
CGOPOM ib.c4 vscuteanchanes 16.45 SF eee 


Apple Creek ... .......0. 











Fredericksburg .......... W717 Re: A. ences 
Holmesville.... ......... 17.27 19.33 O'clock 
Millersburg..... nibdindiaidies 17.40 19.45 5.35 
PP ere 17.54 O'clock. 5.49 
Black Creek.... .. . 12.36 |) nanan 6.03 
COB as cicas Kecawangs ees 13.00 |S ae 6.49 
Danville Parte eee ry 13.11 | Birr 7.01 
PINS 5c c.nane: bas. sngnen 12.21 || ae 7.11 
ONION vaiccdacc’: Scteevnets 13.31 a eer 7.21 
a eee 13.45 19.38 7.34 
WOGNG osc tcsccncxseicce] ee ee li « waseos 7.44 
| i Ree 14.07 | 7.53 
Centerburg.........- ; 14.19 Re | svases 8.05 
8 re Pee 8.19 
a) TEC TT 14.43 i earree 8.29 
I 6 aes wie cu a nas 14.48 20.4% 8.34 
Westerville.... aa 15.05 me | cannes 8.52 
COMMIROE. 5 isisice secees) Se Me || arenas 9.20 
Cincinnati, 0... 26.5252] BOD | cscees | cesses | cesses 
Indianapolis, ind......... IR May feces) | cesaihin 
O'clock. O'clock. O'clock 
2 4 6 8 


In relation to this system Mr. E. T. Affleck, General Pas- 
senger Agent of the road, says: ‘** The system ef time made 
use of in these tables consists in avoiding the awkward and 
confusing division of the day into two equal portions of 12 
hours each, and employing instead a continuous count, 
running from 1 to 24 hours. The day begins at midnight, 
as under the common system, but there is no possibility of 
confusion between forenoon and afternoon hours. The 
great advantage of this scheme in a railroad time table will 
be seen at once; 7a. m. and 7. p.m. are frequently mis- 
printed or misunderstood, while no one will confound 7 
o'clock with 19 o’clock. Any watch or clock can be 
adapted to the system by simply putting the extension of 
the hours in acircle just inside of those already on the 
face. The exterior numbers will then be consulted up to 
12 o'clock (noon), and the interior ones for the remainder of 
the day.” 

Fast Freight Time. 

There has been quite a rivalry between several Western 
roads in running special trains loaded with manufactured 
tobacco, to reach given points as soon as possible after the 
reduction in tax took effect. A special tobacco train left 
Richmond, Va., on the Chesapeake & Ohio road on May 1, 
at 7p. m., and reached Chicago, over that road and the Cin- 
cinnati, Indianapolis, St. Louis & Chicago,on May 4, at 
6a. m., making the run of 970 miles in 59 hours, an aver- 
age of 16!¢ miles an hour, without making any allowances 
for transfers, etc. 

A special tobacco train over the Ohio & gg road 
made the run of 341 miles from Cincinnati to St. Louis, in 
10!5 hours, it is claimed, an average of 3214 miles an hour. 
The train consisted of eight cars and made 15 stops. A 
train started from St. Louis on the same road at the same 
time and made the run in 14 hours. 

A tobacco train of 15 cars left St. Louis May 3 to run to 
San Francisco over the St. Louis & San Francisco and the 
Southern Pacific roads, This train made the run over the 
St. Louis & San Francisco, from St. Louis to Halstead, 
Kan., 533 miles, in 21 hours, an average rate of 2514 miles 
an hour. 

Fast Time. 

The Vanderbilt party, returning from the Michigan Cen- 
tral meeting at Detroit, on Thursday, May 3, went to Buffalo 
over the Canada Southern, waking the fastest run on rec- 
ord. Twoengines were used—one a new McQueen machine 
and the other a rebuilt engine, turned out at the St. Thomas 
shops, and both built for fast runving. The dispatcher at 
St. Thomas reports that the run from Essex Centre t» St. 
Thomas, 96 miles, was made in 96 minutes. including two 
stops of seven minutes. The 116 miles intervening 
between St. Thomas and Niagara Junction were 
accomplished in 2 hours and 23 minutes, including 
10 stops of 32 minutes, making the actual running 
time 111 minutes. The total run from Essex Centre to the 
Junction, 212 miles, deducting stoppages, was made in 210 
minutes, which is the fastest time on record on any road. 
The St. Thomas engine weighs 2814 tons, has a 17 by 24-iv. 
cylinder. The McQueen engine weighs 33 tons, has an 18 
by 24-in. cylinder. ‘ 

Passenger train No. 3,on the Indianapolis & St. Louis, 
made a very remarkable ruv on Friday morning, May 4. 
The train Jett Indianapolis 1 bour and 40 minutes be- 
hind schedule time and although their time card is exceed- 
ingly fast, reached St. Louis on time to the minute. The 
best run was from Litchfield to St. Louis, a distance of 54 
miles, which was made in 65 minutes, the train making four 
stops, one of which was for coal. 


She Thought They Had a Schedule. 


An official whose duty it is to adjust claims for one of the 
St. Louis railroad companies tells a good story illustrative 
of the oddities of his department. Not long ago a very for- 
ward youth insisted in disregarding a watchman’s warning 
at a crossing, and drove over the tracks with a nice, new red 
wagon. A freight engine which was browsing in the 
vicinity caught the wagon, split it up fine, and dumped the 
young man out on his collar-bone, which broke. The 
youth’s mother, a very estimable and intelligent lady, called 
on the agent to see what the road was going to do about it, 
and when asked what damages she claimed, said that she 
supposed that the company kept a schedule fixing the rates 
te be allowed for the various kinds of mutilation incident to 
railroading. She was informed that a joint Western classi- 
fication on legs, arms, feet and*hands had been agreed upon, 
but the rate on collar-bones had not yet been fixed, and 
hence he was compelled to call for suggestions. It is re- 
ported that there has been some rate-cutting on the joint 
schedule. 

An Electric Railroad Company. 


The Electric Railroad Co. of the United States has filed 
its certificate of incorporation in New York. The corpora- 
tors of the new company are Grosvenor P. Lowrey, Sher- 
burne B. Eaton, Robert M. Gallaway, Thomas A. Edison, 
Simeon G. Reed, Robert E, Deyo, Stephen D. Field, Chas. 








W. Rogers, John P. Kennedy and George 8S. Scott, who, 
with the exception of Thomas A. Edison, are also its trus- 
tees for the first year. The objects of the company are 
stated to be ‘ the acquisition, development, use and disposi- 
tion of devices, inventions, improvements, caveats, applica- 
tions for patents, patents, grants, concessions or privileges 
for electrical propulsion, or the use of electrical apparatus 
on railways or applicable in any way to the use of electricity 
or electrical apparatus in any form for — equip- 
ping, operating or maintaining railways, or for railway ap- 
pliances,” etc. Its capital stock is fixed at $2,000,000, di- 
vided into 2,000 shares of $3100 each. The company is to 
carry on its business in Canada as well as in the United 
States. 

New Styles of Securities. 

Amateur financiers are already amusing themselves won- 
dering what will be the next device invented for borrowing 
money after collateral trust loans are played out, as car 
trusts already are. Perbaps we shall have “Iron Rails 
Trust Certificates,” and ‘‘Second-hand Ties Trust Certi- 
ficates,” and ‘‘ Wooden Bridge Mortgages,” and ‘‘ Excursion 
Ticket Trust Certificates,” and ‘‘ Dirt Heap Securities,” and 
** Siding First Mortgages.”—Philadelphia North American. 
Vienna Electrical Exhibition. 

The principal manufacturers of electrical apparatus in all 
the different countries of Europe have announced their pur- 
pose to send exhibits to this collection, many of which will 
ye novel and of extraordinary capacity and quality. 
Among them is a new system of electrical transportation 
which he calls ‘‘telpherage,” a new system of electric rail- 
road designed by Prof. W. E. Ayrton and Prof. John Perry; 
dynamo-electric machines for transmitting power from 
Paris; a boat propelled by stored electricity which will 
probably carry passengers in the Danube during the exhibi- 
tion; a great variety of electric lighting systems, etc. 

A Steel Spring Patent. 

Miller, Metcalf & Parkin, of the Crescent Steel Works in 
Pittsburgb, give notice that their patent for an edge-rolled 
——e having a section with ‘the inner edge of greater 
thickness than the outer edge,” has been sustained by the 
United States Circuit Court after a final hearing. They 
therefore caution all persons against manufacturing such 
springs, and against purchasing them except from the pat- 
entees themselves or parties duly licensed by them. 
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MEETINGS AND ANNOUNCEMENTS. 





Meetings. 


Meetings will be held as follows: 

Chicago, Milwaukee & St. Paul, annual meeting ut the 
office in Milwaukee, Wis., June 4, at noon. 

Oregon Railway & Navigation Co., annual meeting, at 
the office in Portland, Or., June 18. Transfer books close 
May 18. 

Oregon & Transcontinental Co., annual meeting, in Port- 
land, Or., June 18. Transfer books close May 18. 

Rome, Watertown & Ogdensburg, annual meeting, at the 
office in Watertown, N. Y., June 6. 

St. Louis, Alton & Terre Haute, annual meeting, at the 
office in St. Louis, June 4. 


Dividends. 


Dividends have been declared as follows : 

Ashuelot (leased to Connecticut River Co.), 2 per cent, 
quarterly, payable July 1. The usual dividend is 114 per 
cent. 

Catawissa (leased to Philadelphia & Reading), 314 per 
eent., semi-annual, on the preferred stock, payable May 16. 

Cleveland & Pittsburgh (leased to Pennsylvania Com- 
pany), 134 per cent., quarterly, pavable June 1. 

North Pennsylvania (leased to Philadelphia & Reading), 
134 per cent., quarterly, payable May 25. 


Railroad and Technical Conventions. 


The Passenger Conductors’ Life Insurance Co. will hold 
its annual meeting at the Grand Hotel in Cincinnati, 
May 16. 

The Car Accountants’ Association will hold its annual 
convention in Philadelphia, May 22. 

The Association of American Railroad Superintendents 
will hold its fifth meeting at the Grand Pacific Hotel in 
Chicago, May 28. 

The Master Car-Builders’ Association will hold its 
annual convention in Chicago, beginning June 12 next. 
The meeting will be held in the Grand Pacific Hotel. The 
charge at the hotel to members will be $3 per day for ordi- 
nary rooms. 

The American Society of Mechanical Engineers will hold 
its summer meeting in Cleveland, 0., beginning Tuesday, 
June 12. Papers to be read at this meeting should be sent to 
the Secretary, at No. 15 Cortlandt street, New York, before 
the last week in May, that they may be submitted to the 
Council, and it is desirable that their titles be given at once 
for insertion in the detailed programmes, which are shortly 
to be sent to members. A large attendance is expected and 
opportunity may be made to visit the Exposition at Chicago. 

ahe Association of Railroad Telegraph Superintendents 
will hold its annual meeting at the Grand Pacific Hotel in 
Chicago, beginning on Wednesday, June 13. The Execu- 
tive Committee has decided to change the date to June 13. 
from May 16, the date originally fixed, in order that mem- 
bers may have an opportunity of visiting the Exhibition of 
Railroad Appliances. 

The Yard-Masters’ Mutual Benefit Association will hold 
its annual meeting in Denver, Col., June 13. 

The Master Mechanics’ Association will hold its annval 
convention in Chicago, June 19 next. Accommodations 
have been secured for members at the Grand Pacific Hotel 
at specified rates, which will be made known, and rooms 
reserved, on application to the Secretary or to Mr. E. T. 
Jeffrey, Chairman of the Committee of Arrangements. 

The American Society of Civil Engineers will hold its an- 
nual convention this year at St. Paul and Minneapolis, 
Minp., beginning June 19. The full arrangements will soon 
be announced. It is also proposed to make special provision 
for a visit to the Exposition of Railway Appliances at 
Chicago, before proceeding to St. Paul and Minneapolis. 

The American Institute of Mining Engineers will hold its 
next meeting at Roanoke, Virginia, during the first week in 
June. A detailed programme of sessions and excursions will 
be issued soon. Members are requested to send to the Secre- 
tary, Prof. T. M. Drown, Easton, Pa., as soon as possible, 
the titles of the papers they intend to present at this meet- 
ing. 

The General Baggage Agents’ Association will hold its 
yo eee meeting at the Tremont House, Chicago, 
Aug. 8. 

The New England Road-Masters’ Association will hold its 
first annual meeting in Boston, Sept. 20. Further particu- 
ars will be given hereafter, 





Foreclosure Sales. 

The Mobile d: Alabama Grand Trunk road was sold in 
Mobile, Ala., May 7, under a decree of foreclosure granted 
by the Alabama Chancery Court, and bought for $350,000 
by George Arents, Edward R. Bacon, P. D. Barker and D. 
I. Parker, a committee representing the bondholders. The 
road is completed from Mobile to Bigbee Bridge, 59 miles, 
but has not been operated for several years ; the bonded 
debt and interest amounted to about $1,100,000. It is 
reported that negotiations are in progress for the transfer of 
the road to the East Tennessee, Virginia & Georgia Co., and 
for its extension to Selma or Birmingham. 

The Washington & Western road was sold in Alexandria, 
Va., May 9, under the order of Court directing a re-sale 
in consequence of the failure of the former purchasers to 
pay. Protests were filed by certain bondholders, on the 
ground of insufficient notice. The road was bought for 
$400,000 by W. G. Oakman, representing the estate of 
Oakes Ames and others. 

Joint Executive Committee. 

A meeting of the Passenger Department began in New 
York, May 8, the object being to complete the work of the 
recent meeting, the proceedings of which are recorded e'se- 
where. The first and second days were occupied in the dis- 
cussion of the divisions of business, and up to the time of 
our going to press no action had been taken. 


Master Car-Builders’ Association. 


The following circular is issued by the Secretary under 
date of May 15: 

‘** The next annual convention of the Master Car-Builders’ 
Association will be held in the Grand Pacific Hotel. Chicago, 
beginning at 10 o’clock Tuesday morning, June 12. Messrs. 
B. K. Verbryck, of the Chicago, Rock Island & Pacific 
Railroad, Chicago, and W. Forsyth, of the Chicago, Bur- 
lington & Quincy Railroad, Aurora, Ill., are the Committee 
of Arrangements, and should be addressed concerning hotel 
accommodations. 

‘* Members are requested to send questions for discussion 
during the meetings to the Secretary before the above date 

“A meeting for the revision of the rules governing the 
condition of and repairs to freight cars offered for inter- 
change of traffic, will be held at 4 p. n. on Wednesday, 
June 13, at the Grand Pacific Hotel. 

‘*The Exposition of Railway Appliances will be open in 
Chicago from May 24 to June 23. This will be an addi- 
tional inducement to lead master car-builders to Chicago, 
and it is, therefore, expected that there will be an nnusually 
large attendance at the Annual Convention this year. 

‘* Representative members are requested to prepared 
to report the number of cars owned by their companies at 
the date of the meeting.” 


ELECTIONS AND APPOINTMENTS. 





Augusta & Knoxville.—At the annual meeting in Au- 
gusta, Ga., last week, the following were chosen: Presi- 
dent, Eugene F. Verdery, Augusta, Ga.; Vice-President, P. 
H. Bradley, Augusta, Ga.; Directors, J. H. Alexander, John 
W. Clark, John J.y Cohen, Henry Franklin, Z. McCord, R. 
H. May, W. C. Sibley, M. J. Verdery, John M. Walton, W. 
P. Young, Augusta, Ga.; A. M. Aiken, C. M. Burkhalter, J. 
C. Maxwell, R. H. Middleton, J. D. Neal, J. F. Riley, of 
South Carolina. 


Brunswick & Western.—Mr. H.S. Morse has been ap- 
pointed General Manager, with office in Brunswick, Ga. He 
has been on the New York Central for a short time, and 
was previously on the Wabash road. 


Chesapeake, Ohio & Southwestern.—Mr. Charles Daniels 
has been appointed Master Mechanic of the Memphis Divis- 
ion in place of Mr. H. A. Wentzel, resigned. Appointment 
to take effect from May 1. Mr. Wentzel will remain with 
the company as foreman at Memphis. 


Chicago & Atlantic.—The officers of this road are as fol- 
lows : General Manager, J. Condit Smith, Chicago ; Treas- 
urer, E. Willis, Chicago ; Auditor, Russell Elliott, 
Chicago ; General Freight Agent, A. Mackay, Chicago ; 
General Passenger and Ticket Agent, S. W. Snow, Chicago : 
Car Accountant, E. B. Guthrie, Chicago ; Master Mechanic, 
R. C. Ackley, Huntington, Ind.: Master Car-Builder, J. L. 
Adams, Huttington, Ind.; Superintendent East Division 
J. H. Tinney, Huntington, Ind.; Superintendent West 
Division, J. H. Parsous, Chicago. 


Chicago, St. Paul, Minneapolis d} Omaha.—On and after 
May 1, the St. Paul and the Sioux City divisions will be 
consolidated, and known as the St. Paul & Sioux City Di- 
vision. Mr. Hugh Spencer is appointed Superintendent, 
with office at St. James, Minn., and all correspondence, etc., 
pertainiag to matters under his charge sbould be addressed 
to him there. 

Mr. T. E. Clarke has been appointed Assistant Superin- 
tendent of the St. Paul & Sioux City Division. Mr. George 
Noble is appointed Train Dispatcher of the main line aud 
branches west of St. James, to fill the vacancy occasioned 
by the resignation of Mr. H. S. Wakeman. Mr. H. B. Ma- 
gill is appointed Train Dispatcher of the main line east of 
St. James and the Blue Earth Branch. 


Cincinnati, Washington & Bualtimore.—Mr. Edward 
Evans is Master Machinist, with headquarters at Chillicothe, 
O. Mr. T. G. Duncan is Superintendent of Car Depart- 
ment, with office at Zaleski, Ohio. 


Delaware & Hudson Canal.—At the annual meeting in 
New York, May 8, the following directors were chosen: 
Thomas Dickson, Scranton, Pa.; Thomas Cornell, Rondout, 
N. Y.; Jobn Jacob Astor, Legrand B. Cannon, David Dows, 
James M. Halstead, Robert S. Hone, Hugh J. Jewett, Abiel 
A. Low, Robert M. Olyphant, James Roosevelt, James R. 
Taylor, Abraham R. Van Ness, New York. 

The board elected Thomas Dickson President; Robert M. 
Olyphant, Vice-President; Coe F. Young, General Manager: 
F. M. Olyphant, Secretary; James C. Hartt, Treasurer. 


Denver & Rio Grande.—Mr. R. B. Cable has been_ap- 
pointed General Superintendent of the Colorado & New 
Mexico lines, with headquarters at Denver, Col., Henry 
Wood remaining as General Superintendent of the Utah 
lines, with headquarters at Salt Lake, Utah. The office of 
J. W. Gilluly, Cashier, bas been removed from Colorado 
Springs to Denver. The title of N. W. Sample has been 
changed from Master Mechanic to Superintendent of Mo- 
tive Power and Machinery. 

Mr. Cable was until recently Superintendent of the Sus- 
=— Division of the New York, Lake Erie & Western 
road. 


Duluth & Iron Range.—Mr. A. H. Viele has been appoint- 
ed Auditor. Mr. R. H. Lee is Chief Engineer. 


Houston & Texas Central,—At the annual meeting in 
Houston, Tex., May 7, the old board was re-elected, as fol- 
lows: E. W. Cave, Jobn J. Cisco, Charles Fowler, A. 
Groesbeck, A. C. Hutchinson, Richard J. Morgan, S. 8S. 
Richardson, A. H. Swanson, J. Waldo. The board re- 
elected the old officers as follows: A. C. Hutchinson, Presi- 
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dent; J. Waldo, Vice-President and Traffic Manager; A. H. 
Swanson, General Transportation Manager; A. 8. Richard- 
son, Secretary; E. W. Cave, Treasurer. 


Indiana, Bloomington & Western.—At the annual meet- 
ing in Indianapolis, May 8, the following directors were 
chosen: George C. Leighton, St. Louis; F. W. Peek, Chi- 
cago; Robert K. Dow, John L. Farwell, Claremont, N. H.; 
Joseph Dow, Boston; Austin Corbin, F. W. Dunton, James 
R. Edwards, Henry W. Maxwell, J. Rogers Maxwell, J. K. 
C. Sherwood, Charles Stanford, Alfred Sully, New York. 

Mr. W. M. Shaw has been appointed General Western 
Agent, with office in Kansas City, Mo. He was recently 
agent for the road in Cincinnati. 


Indianapolis Union.—Mr. Jobn McLeod has been chosen 
Vice-President and General Manager. He is General Super- 
intendent of the Louisville, New Albany & Chicago road. 


Lake Shore & Michigan Southern.—Mr. Wm. H. Van- 
derbilt having resigned the presidency, at a meeting of the 
board in New York, May 4, a modified organization was ad- 
dopted, and the following officers chosen: Chairman of the 
Board, Wm. K. Vanderbilt; President, John Newell; Vice- 
President, Secretary and Treasurer, Edwin D. Worcester. 

Mr. Newell bas been General Manager of the road for sev- 
eral years; and was previously on the Illinois Central road. 


Louisville, New Albany & Chicago.—The jurisdiction of 
Mr. John H. Pearson, Engineer and Superintendent of 
Road, is extended over the new Indianapolis Air Line 
Division. 


Michigan Central.—At the annual meeting in Detroit 
last week, the following directors were chosen: Henry B. 
Ledyard, Detroit ; Anson Stager, Chicago ;Wm.S. Scott, 
Erie, Pa.: Samuel F. Barger, Augustus Schell, Wm. H. 
Vanderbilt, Wm. K. Vanderbilt, Cornelius, Vanderbilt, 
Edwin D. Worcester, New York. 

Mr. Wm. H. Vanderbilt having refused a re-election to 
the presidency, a modified organization was adopted, and 
the following officers were chosen : Chairman of the Board, 
Cornelius Vanderbilt ; President. H. B. Ledyard ; Vice-Presi- 
dent and Secretary, Edwin D. Worcester; Treasurer, 
Henry Pratt. 

Mr. Ledyard has been with the company several years 
as General Superintendent and General Manager. 


Mobile & Ohio.—Col. G. Jordan has been chosen Vice- 
President and General Manager in place of Mr. A. L. Rives, 
who has gone to the Kichmond & Danville road. Col. Jor- 
dan has been for some time Vice-President and General 
Manager of the Houston & Texas Central, and was at one 
time on the Memphis & Charleston road. 


Nantasket Beach.—At the annual meeting in Boston last 
week, the fcllowing directors were chosen: J. L. Curtis, 
G. R. Eager, George L. Keyes, J. B. Moors, A. W. Moors. 
Messrs. Keyes and A. W. Moors are new directors, succeed- 
ing Wm. H. Hill, Jr., and R. M. Pulsifer. 


New York Central & Hudson River.—At a meeting held in 
New York, May 4, Mr. William H. Vanderbilt’s resignation 
as President of the company was presented. A new organi- 
zation was then adopted and the following officers chosen : 
Chairman of the Board, Cornelius Vanderbilt ; President, 
James H. Rutter ; First Vice-President, Charles C. Ciark ; 
Second Vice-President. Chauncey M. Depew ; Third Vice- 
President, Horace J. Hayden ; Assistant to the President, 
J. Tillinghast ; Secretary, Edwin D. Worcester ; Treasurer, 
E. D. W. Rossiter ; Comptroller. I. P. Chambers. 

Messrs. C. C. Clark and H. J. Hayden were chosen direct- 
ors in place of James M. Marvin and Chester W. Chapin, 
resigned. 

Of the new officers Mr. Rutter received his early training 
on the Erie, served for ashort time in the West and then re- 
turned to the Erie. He came to the Central as General 
Freight Agent in 1872, was made General Traffic Manager 
in 1877 and Third Vice-President in 1880. 

Mr Clark has been Treasurer forjmany years. Mr. Depew 
is wel] known as General Counsel for the company. Mr. 
Hayden has served on the Chicago, Burlington & Quincy 
and as General Freight Agent of the Boston & Albany, and 
succeeded Mr. Rutter as Traffic Manager of this road. 
Messrs. Worcester and Tillinghast retain their former posi- 
tions. Mr. Chambers has been General Auditor of the com- 
any for a long time, and Mr. Rossiter has been Assistant 


reasurer of this company and Treasurer of the New York 
& Harlem. 


New York, Lake Erie & Western.—The following execu- 
tive orders are dated May 2: 

** R. C. Vilas is hereby appointed the Freight and Traffic 
Manager of this company and its leased lines, and will as- 
sume the duties of that position at once.” 

“Edward Foley is hereby appointed the General Freight 
Agent of this company, and willassume the duties of that 
position at once.” 

Mr. Vilas has been General Freight Agent for a long 
time; the office to which he is promoted is a new one. It 
gives him supervision of the New York, Pennsylvania & 
Ohio freight, as wellas of the Erie. Mr. Foley has been 
Assistant General Freight Agent for some time. 


New York, Susquehanna & Western.—At the annual 
meeting in Jersey City, May 3, the following directors were 
chosen: John I. Blair, Simon Borg, R. S. Chapel, Wm. S. 
Dunn, R. K. Dow, John L. Farwell, Garrett A. Hobart, 
Henry Marks, Charles Minzesheimer, Frederick A. Potts, 
Charles Seidler, Henry P. Talmage, S. V. White. The 
board elected Frederick A. Potts President; Wm. S. Dunn, 
Vice-President; John P. Rafferty, Secretary; C. V. Ware, 
Treasurer. 

Northeastern (South Carolina).—Mr. B. 8S. Rhett has 
been appointed Treasurer, with office in Charleston, 8S. C., 
in place of Mr. C. Williman, who continues with the com- 
pany as Secretary. 


Pensacola & Atlantic.—A circular from Superintendent 
W... ®. Chipley, dated May 1, announces the following 
changes and appointments: 

** Mr. C. Quarrier baving resigned his ition as Secre- 
tary and Treasurer of this company, the following changes 
have been made: Mr. F. B. Bonifay has been appointed 
Treasurer and Paymaster. Mr. Barnard Brown succeeds 
Mr. Bonifay as General Freight and Passenger Agent. Mm 
R. M. Cary, Jr., has been appointed Secretary and Auditor. 
Offices at Pensacola, Fla. : 


_Rye Beach.—At the anoual meeting, May 7, the following 
directors were chosen: E. B. Philbrick, Frank A. Philbrick, 
David Jenness. Rye, N. H.; Albert Bachelder, North Hamp- 
ton, N. H.; Frank Jones, Portsmouth, N. H. The board 
elected E. B. Philbrick, President; G. H. Jenness, Clerk. 


Shenandoah Valley.—At the annual meeting in Luray, Va. 
May 2, Mr. F. J. Kimball, of Philadelphia, was re-elected 
President, with the old board of directors. 


Staten Island.—Mr. F. C. Drane has been appointed Gen- 
eral Manager of this company, with the exclusive jurisdic- 
tion and control of the transportation and accounting de- 
—— of the company, by and with the yey of the 

resident. Appointment to take effect from April 24. 





Susquehanna & Delaware.—At the annual meeting in 
Philadelphia, May 7, the following were chosen: President, 
Damon Y. Kilgore, Jonestown, Pa.; Directors, J. W. 
Masters, E. H. McCullough, Robert Frazer, Napoleon Desch, 
Jonestown, Pa.; F. W. Homer, Cherryville, Pa. 


Wilmington d& Northern.—At the annual meeting in 
Reading, Pa., Muy 7, the following directors were chosen : 
George Brooke, H. A. Dupont, Richard Ely, A. L. Foster, 
Jobn Gerhard, Charles Huston, Charles Wheeler. The 
board elected H. A.SDupont, President; P. 8. Ermold, 
Secretary and Treasurer. 








PERSONAL. 


—Mr. R. 8S. Chapel has resigned his position as Treasurer 
of the New York, Susquehanna & Western Co., declining a 
re-election which was offered him at the annual meeting. 


—Mr. Marshall Morris, who has had charge of the Louis- 
ville, New Albany & Chicago’s Indianapolis Air Line dur- 
ing its construction, has resigned hisoffice as Chief Engineer 
of that division. 


—Mr. Charles H. Muirhead, one of the oldest and most 
prominent real estate lawyers of Philadelphia, died sud- 
denly in that city May 7. He was for many years Attor- 
ney and Conveyancer for the Philadelphia & Reading Co. 
He was 50 years old. 


—Mr.*A, L. Stokes, General Western Agent of the Oregon 
Railway & Navigation Co., being about to leave Chicago 
fur Oregon to assume the position of Assistant Superintend 
ent of Traffic of the company’s lines, his friends in Chicago 
recently gave him a reception, and presented him with a 
valuable diamond scarf pin. 


—Mr. H. Bartels, who was a Commissioner of the Prus- 
sian Government to the Centennial Exhibition, and has 
written a volume on American railroads, has recently been 
transferred as ‘“ Permanent Assistant,” to the ‘ operatin 
bureau” in Berlin which works the Berlin & Anbault Rail- 
road, one of the more recent acquisitions of the Prussian 
Government. 


—Mr. William H. Vanderbilt on May 4 resigned bis_posi- 
tion as President of the New York Central & Hudson River, 
the Michigan Central and the Lake Shore & Michigan South- 
ern companies, stativg bis reasons and intentions in the fol- 
lowing address to the directors : 

‘*GENTLEMEN : The companies of which I havehad the 
honor to be President for many years past are now about 
to elect new officers for the ensuing year. The meetings of 
all of them have been called at this office at this time 
to thank you as the directors and officers, and also the 
stockholders of the several companies, for the confidence 
they have always reposed in me as_ their President. 
It is my belief that these corporations are all in sound con- 
dition, and that every prominent position in them is filled 
by gentlemen who understand their duties, and who will 
discharge them to the satisfaction of the stockholders. This 
fact has had great influence with me in determining the 
course of action which I have, after due deliberation, de- 
cided upon. In my judgment the time has arrived when I 
owe it as a duty to myself, to the corporations, and to those 
around me upon whom the chief management will devolve, 
to retire from the Presidency. In declining the honor of a 
re-election from you I do not mean to sever my relations or 
abate the interest I have heretofore taken in these ccrpora- 
tions. I also wish to express my sincere thanks to all the 
employés of the different companies for the assistance and 
co-operation they have rendered me in the performance of 
my duties. It is very gratifying to recall the steady and 
healthful growth of these companies, and their great 
stability and strength. The system of which they 
form a part is now operating in such a manner 
as to render the most satisfactory service to the pub- 
lic and the best returns to the stockholders. Covering the 
territory between New York and the West on both the 
north and the south sides of the lakes, it holds, and will 
continue to hold, a first-class relation to the trunk line traffic 
of the country. It ismy purpose and aim that these several 
corporations shall remain upon such a basis for their harmo- 
nious working with each other and for the efficient manage- 
ment of each as will secure for the system both permanency 
and prosperity. Under the reorganization each of them will 
elect a Chairman of the Board, who, in connection with the 
Executive and Finance Committee, wil] have immediate 
and constant supervision of all the affairs of the companies 
and bring to the support of the officers the active assistance 
of the directors. The plan of organization adopted and 
inaugurated will remove the business of the companies from 
the contingencies of accident to any individual and insure a 
continuance of the policy which has heretofore met the ap- 
proval of the stockholders.” 








TRAFFIC AND EARNINGS. 


Rates on Immigrant Freight to Montana. 

The Union Pacific and Utah & Northern railways have 
established a uniform rate of $150 per car load for emigrant 
freight from Omaha, Leavenworth or Kansas City to Dil- 
lon, Deer Lodge and Butte. The rule allows live stock, 
horses or horned stock, not exceeding six to each car, to be 
included with farm implements, wagons, etc., that have 
been used, and general household furniture and utensils, 
without extra charge. 


Pacific Through Freights. 

Shipments of through freight eastward from Californ‘: 
points by rail for the first quarter of the year were as fol- 
lows, in tons : 

Central Pacific. Southern Pacific. Total. 
3,285 3,002 6,287 








IT. cocsnenneadsenucecees 3, 

February.. Kadi davee 3,719 4,506 8,225 

ME aos cniscs2acsessaneeeen 3,756 3,796 7,552 
BRED hao acsdedeseniens 10,760 11,304 22,064 


For the quarter, therefore, the Southern Pacific carried 
514, per cent. of the total shipments, while the Central Pacific 
took 48% per cent. ' 


Southern Pacific Freight Line from Chicago. 


The Chicago Tribune says: ‘“‘ About two months ago the 
IlJinois Central established a passenger route to California 
via New Orleans, making close connections with the South- 
ern Pacific trains at that point, cbarging the same rates as 
charged by the other California lines. The line has proved 
more successful than was anticipated, getting considerable 
of the tourist business. The success of the passenger 
line bas induced the managers of the Illinois Central and 
Southern Pacific also to establish a through freight line by 
way of New Orleans, and the Illinois Central is now pre- 
egg to receive ard forward business by the new route, It 

as issued the following tariff on business from Chicago to 
San Francisco, Marysville, Sacramento, Stockton, Oakland, 
San Jose and Los Angeles: First class, $5 per 100 pounds; 
second, $4; third, $8.25; fourth, $2.50; Class A, $2.25; Class 
B, $2; Class C, $1.75; Class D, $1.50. The above rates will 





also apply from all stations in Illinois north of Centralia 
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and Milwaukee, Racine and Kenosha, Wis. The Illinois 
Central is also prepared to take business for California 
ints at the same rates via the St. Louis, Iron Mountain & 
Southern, Texas & Pacific and Southern Pacific. The 
Illinois Central expects to do a good business to California 
via New Orleans, especially during winter months.” 
Railroad Earnings. 


Earnings for various periods are reported as follows: 
Four months ending April ~*~. 

















3. 1882, Inc. or Dec. P.c 

Central Iowa..............+ $375,806 $361,195 I. 12,791 3.5 

Chicago & Alton.... -+- 2,460,327 2,257,287 I. 8,040 89.0 

Chi. & Eastern Illinois 516,355 582,978 D. 16,623 3.1 

Chi. & Grand Trunk ...... £99,492 675,818 I. 225,674 $8.0 

Chi., Milwaukee & St. P.. 6,634,000 5,889,867 I. 743,133 12.6 

Chicago & Northwestern. 6,471,617 6,466,733 L 0,834 0.2 

Chi., St. P., Minn. & Om... 1,429,605 1,451,088 D, 21,480 14 

Denver & Rio Grande..... 1,917,000 1,974,099 D. 7,099 1.4 

Den. & R. G. Western..... ROE = eeeetes hk tre nes 

Flint & Pere Marquette... 822,672 713,275 = LL. 109,397 §=15.3 

Grand Trunk............... 5,185,026 4,995,731 L 355 94 

Hannibal & St. Jo........ a 782,299 621,775 L 160,524 25.9 

Ti. Central, Ill. lines oo 7 D. 125,348 5.7 
ME 6 s10520000 eee IZ,05: .723 D. 20,67: 8.3 
Southeru Div....... a * 7 120, > 254,266 25.4 

Ind., Bloom. & Western... 935,786 782014 LL. 153,772 19.6 

ee) CO Sees 5ALSIS 541,137 L 50,382 9.3 

Louisville & Nashville. ... 4,216,008 3,047,279 I. 268,729 §=6.5 

Memphis & Charlesion.... 398,581 358,882 I, 39,608 11.0 

2 274,087 I. 19,268 7.0 
696, 7. 608,368 1. 8,35 14.5 
1,336,468 I. 607,275 = 45.4 
1,019,204 L 121,095 11.9 
247,317 1. 5 658 20.5 
1,415,713 I. 105,483 264 
, 2 D. ‘ 4.3 
Three months ending March 31: 

RI Pik ccs s000ce 200 219,147 $6,414,224 D. $195,087 3.0 
Net earnings............. 2,913,245 2,425,343 I. 557,902 25.3 
Month of March: 

Danbury & Norwalk...... $15,902 $14,419 I, $1,483 10.3 

ge RBBB cccvccccscss = sences eee 
Month of April: 

ae $109,805 $82,044 I $18,761 22.9 

Chicago & Alton........... 578,979 564,8.9 1 14,120 2.5 

Chi. & Eastern Iilinois.... 123,037 123,841 D. R44 0.7 

Chi., Mil. & St. Paul...... 1,972,000 1,517,569 I 454.431 20.0 

Chi. & Northwestern...... 1,742,900 1,668,741 I 74,150 4.4 

Chi., St. P_, Minn. & O. 5 $77,288 I $1,247 83 

Denver & Rio Grande 556,000 I 16,800 3.0 

Denver & R.G. Western... 55,000 —...... i . paren as 

Flint & Pere Marquette.. 185,030 1. 50,900 27.5 

Haanibal & St. Joseph 158,115 37.316 23.6 

lll. Central, Il. lines 499,934 D 34,627 7.3 
Iowa lines.......... 140,080 19.960 148 
Southern Division....... 5,084 247,529 I. 17,555 ve | 

Ind., Bloom. Western. . 215,812 205 934 I. 9,978 49 

sans _ Ry RepeRE ° 171,782 159,227 I. 12,655 7.9 

Louisville & Nashville .... 941,129 953,603 D. 12,474 13 

Memphis & Charleston.... 80,765 77,187 I. 3.578 46 

Mil., Lake Shore & West.. 84,184 67,523 IL. 16,662 245 

Mobile & Ohio.... ... ene 128,462 141.957 D. 13,495 9.5 

Northern Pacific... ....... 75,200 451,023 I. 224,177 49.7 

St. L. & San Francisco..... 274,011 242,806 I. $1,205 12.8 

St. Paul & Duluth......... 77,782 63,988 L. 13.794 21.5 

St. P., Minn. & Manitoba.. 812,000 570,590 I. 241,118 42.9 

Union Pacific............+ 2,197,000 2,361,000 D. 164,000 6.3 





Crop Prospects. 

The state authorities in Minnesota report that at the end 
of April about one-eighth of the wheat remained to be 
sowed, and that the total area sown will be 7 percent. less 
than last year. Sowing of oats was but just begun, but there 
was a prospect that one-sixth more than last year would be 
sown. About three-fourths of the barley was sown, 
of which 6 per cent. more acres than last 
year is expected. Corn planting is not yet 
begun, but an increase in acreage of at least 15 
per cent. is probable. The decrease in wheat 
acreage is, in spite of a large increase in the north 
western part of the state, which is the partthat is growing 
fastest. In the northern partof the state and wherever 
corn is a good or reasonably sure crop the farmers are givin 
up wheat-growing and cultivating more and more corn an 
grass and raising cattle and hogs instead. 

The Milwaukee Sentinel has collected statistics from 
nearly every agricultural county in Wisconsin. It finds an 
almost infinitesimal increase in the acreage of wheat—about 
3-5 of 1 percent. With an average yield per acre this 
would produce about 24,500,000 bushels, and 1,400,000 
more than last year. 

The Galveston News estimates that the cotton acreage in 
Texas is 8 per cent. more than last year and reports that 
corn and cotton are generally in fine condition there, where 
much of the corn must have been planted six weeks ago. 

The Ohio Board of Agriculture reports that 10 per cent 
of the winter wheat sown last fall has been plowed up, and 
that the average condition of the wheat is but 62 per cent of 
a good condition. This is a worse condition than is reported 
in any other state. This would make the crop of the state, 
should there be no change in the condition hereafter, about 
25,000,000 bushels, and 20,000,000 less than last year. 

here bas been more even than the usual amount of lving, 
crop estimates recently, in behalf of speculators, mostly 
on the bull side, exaggerating the damage to wheat. This 
week especially a large number of statements have been 
made, compiled from ‘private information,” most of 
which is entirely untrustworthy. The winter wheat 
is not in average condition, and _ in some 
states far below it; but there is no 
reason to believe that it is so bad as some of these statements 
make it. Thespring wheat has just been sown, or, in the 
extreme north, is about to be sown, under circumstances 
quite as favorable as the average, probably. Both winter 
and spring wheat may greatly improve in condition, or may 
almost utterly fail, before harvest, but the winter wheat has 
passed most of the dangers which it has to encounter. 


Grain Movement. 


For the week ending April 28 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern 
markets and receipts at the seven Atlantic ports have been, 
in bushels, for the past seven years : 

North- 

Year. western 
receipts. Total. 

1877..... 3,396,193 4,521,713 


—-Northwestern shipments.--—. Atlantic 
By rail. P.c. by rail. receipts. 
Bet! 29.7 2,196,090 


1878..... 4,834,507 4,591,346 056,155 23.0 3,990,700 
3678..... 4.297 ,006 4.558.360 2,931,082 64.3 4,023,227 
1880... ..3,750,407 4,361,732 1,159,369 26.6 4,424,936 
1881..... 4,184,871 3,778,676 3,062,926 51.3 9, 181.750 
1882. ....3,998,043 3,463,298 1,398,757 40.4 1,906,570 


1883... . .2.860,572 3,057,415 2,790,304 91.3 2,087,860 

Thus for the week this year the receipts of the Northwest- 
ern markets were 39 per cent. less than last year and less 
than in the corresponding week of any other vear in this 
table, and. we may say, of any year in a record which goes 
back {to 1874. They were, however, 589,000 bushels more 
than in the previous week of this year, though smaller than 
in any other week since the middle of July. 

The shipments of these markets was also less than in the 
corresponding week of any previous year since 1875, but 
only 12 per cent. less than last year, when navigation was 
open, and the rail shipments were larger than in the corre- 
sponding week of any previous year except 1881 and 1879. 
The sh!pments were a fifth larger than the week before, and 
were the largest for six weeks. 

The receipts of Atlantic ports for the week were a little 
larger than last year, but were smaller than in the corre- 
sponding week of any other year since 1875. They werea 
little greater than the week before, but with that exception 
were the smallest since the first week of July last. The gain 
over the previous week was shared by all the leading mar- 
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kets, but more that half of it was at Chicago and very little 
at St. Louis. 

The gain of Atlantic ports was at Baltimore and New 
Orleans; at New York the receipts were but 587,023 bushels 
since April, 1882. 

exports from Atlantic ports for the week ending April 30, 
have been, for three years : 

188 '. 1881. 1882. 1883 
Flour, bols.. 96,391 104,271 36,395 101,946 
Grain, bush. .3,665,175 2.397,558 TBLS877 2.418.047 

Thas, though the exports were nearly three times as great 
as last year, they were nearly the same as in 1881, and 
nearly a third less than in 1L&80. 

lor the eight weeks ending April 30, the exports for two 
years have been : 





18833. 1882. Increase. P.c 

Flour, bbis ... .... 794,957 573,805 221,652 37.0 
Wheat, bush . 8,452,622 5,202,143 3,250,479 625 
Corn, bush ...11,811,32% 3,007,158 8,804,165 23.0 
Other grains, bus. 638,348 618,354 19,994 3.2 
Total, bush......:21,697,250 9,400,960 12,296,290 130.8 


This is an enormous increase, but it is wholly due to the 
fact that the exports were unusually small last year. 


Coal. 


Anthracite coal tonnages reported for the four month end- 
ing April 28, are as follows, the tonnage in each case being 
only that originating upon the line to which it is credited. 

1883. 1882. Inc.orDec. Pc. 
Phila. & Reading........ 2,000,802 1,801,552 I. 199,250 11.1 
Northern Central, Sha- ) 


mokin Division...... 399,869 320,951 1. 78,918 24.6 
Summit Branch R. R.. § 
Sun., Hazleton & Wilkes- 

barre Se any 37.114 41,572 D. 4.458 107 
North & West Branch... 184,488 —....... I 184,488 .. .. 
Pennsylvania Canal ... 30,872 46.422 Db. 15,550 32.9 
Central, of New Jersey.. 1,463,463 1,084,305 1. 179,158 33.9 
Lehigh Valley 1,774,076 1,597,610 I. 176,466 11.0 
Pennsylvania & N. Y.. 60,726 57,348 1. 3,378 5.9 
Del. Lacka. & Western. 1,386,248 1.224.823 1. 161.425 13.2 
Del. & Hadson Canal Co, 1,162,341 974,282 I. 128,059 13.2 
Pennsylvania Coal Co.. — .+ 80,149 320,703 1. 59,446 18.5 
State Line & Sullivan.. 19,060 15,941 I. 3,119 19.0 

Total anthracite...... 8.839.208 7,685,509 I. 1.153.699 15.0 


The total toanage for the corresponding period for eight 
years has beeu as follows : 


18835 ere. ee -coe 4,021, 164 
eee .. 7,685,509 | 1878. ee. 4,100,651 
“Re 7,853,940 | 1877... ... 5,752,446 
I> SO . 6,758,492 | 1876 . £,319,039 


The tonnage this year is the largest on record, and is more 
than twice that of 1876. 

Semi-bituminous tonnages reported for the four months 
ending April 28 are as follows ; 





1883. 1882. Inc. or Dee. P.c. 
Cumberland | .............. 632,656 465,305 LL. 167,351 36.4 
Huntingdon & Broad Top.. 74,945 82,373 D. 7,428 9.1 
East Broad Top............ 18342 33065 D. 14.723 446 
Tyrone & Cleartield........ 901,484 906,682 D, 2,198 0.2 
Bellefonte & Snow Shoe.... 82.750 67.897 1. 14,853 21.8 


L713,177 1,555,822 I. 157,855 10.2 
At this time last year the long strike in the Cumberland 
tegion bad begun. Clearfield shipments are not quite up to 
these of last year, although the loss thus far is very small. 
Bituminous tonnages for the four months were as follows: 
1883. 1882. Inc. or Dee. P.c. 

BARGIAY ...<csnarcases ce kes 111,698 131,716 D. 20,018 15.2 
\llegheny Region,Pa.R.R. 165,402 


Total semi-bituminous. .. 


165,06 1. 341 0.2 
Penn, and Westmoreland 451,230 408.960 1. 42.270 10 3 
Weat Pas i These uiccss inc 160,082 117,255 I. 42,827 36.6 


Southwest Pa. R. R....... 40,459 18,218 I. 22,241 122.1 
Pittsburgh Region,Pa.R.R. 176,053 228,601 D5 








Total bituminous.... 1,104,924 1,069,811 [. 35,113 3.3 
The present state of uncertainty in the iren trade is oper- 
ating injuriously upon a large part of the bituminous coal 
trade, aud will probably continue for some time to come. 
Coke tonnages for the four months are reported as fol- 
lows. 





1883. 1882. Inc. or Dec. P. c. 
Bellefonte & Snow Shoe...... 6.134 8,005 D. 1,871 23.4 
Allesheny Region, Pa. R. R.. 40,025 BAT: . 3452 9.4 
Penn and Westmoreland. .... 79,854 D. 12,185 13.2 
Went Pomme. BR. Bw in.ccs tac 33,899 D. 8,724 20.3 
Southwest Penna. R. R........ 653,852 I. 21,726 3.5 


Pittsburgh Region + 


Connellsville Region 4 Pa. R. R.216,379 244,519 I 


. 28,140 11.5 
Total coke.............0+. 1,010,243 1,085,985 D. 25,742 2.5 
These topnages are all over the Pennsylvania Railroad 

and branches, no other company reporting coke tonnages 

except the Chesapeake & Ohio, whose reports come later in 
the month. 
Actual tonnage passing over the Huntingdon & Broad 

Yop read for the four months ending April 28, was as fol- 

lows: 


1883. 1882. Ine or Dee. P-c. 





Broad Top coal..... ..-sse.0-. 74,945 82.373 D. 7428 9.1 
Cumberland coal............. 125,045 = 85,330 I. 39,715 46.7 
DORs cca ses sevssacrvececs 199,990 167,703 I. 32,287 19.2 


The Broad Top coal is mined on the line ; the Cumberland 
is carried through from Mt. Savage to Huntingdon for the 
Pennsylvania Railroad. 

Actual tonnage passing over the Pennsylvania & New 
York road for the five months of its fiscal year from Dec. 1 
to April 28, was as follows : 





1883. 1882. Inc. or Dee. P.c. 
Anthracite..............-418,50) 408,071 Z 10,4380 2.6 
BIGUMOUE: 6c cciscascan 144,625 167,665 D. 23,040 13.7 

Total ..... ........-..563,126 575.736 D. 12,610 22 


The greater part of the antbracite comes from the Lehigh 
Valley road, and is carried through to the Erie for Buffalo 
and western points. The bituminous coal is received from 
the Barelay Railroad, coming from the Barclay and Long 
Valley mines. 

The coal tonnage of the Pennsylvania Railroad for the 








four months ending April 28 was as follows : { 

Line of From other ‘ 

road. ines. Total. 
Anthracite. sOnia(Sweunace ae 508.079 729,781 
Semi-bituminous. ...... 987.274 187.763 1,175,037 
BisumMMOS.. o..<occccce vce 993,236 1,979 995,215 
OOMBs< occnccndonvedeas seawse 794,138 216,105 1,010,243 
Total..... ........ . 2,996,350 913,926 3,910,276 
TOU, GRRAD PRONG, BNO sco cece ccicccdecivs shesesece 3,593,883 
Increase (8.8 percent.) ..............06 « eee 316,393 


The tonnage for April (four weeks) was: Coal, 648,788 ; 
coke, 253,642 ; total, 802,430 tons, against 844,630 tons in 
April, 1882, an increase of 57,800 tons, or 6.8 per cent. 

Cumberland coal shipments for the week ending May 5 
were 49,756 tons. The total shipments this year to May 5 
were 681,412 tons. 

A strike of considerable proportions is in progress among 
the m nors in the bituminous coal region just west of Pitts- 
burgh. a d the miners eyo are making active efforts to 
extend 1c through the whole Pittsburgh region. 





Colorado Tourist Rates, 


George H. Daniels, Commissioner of the Colorado Pool 
Association, has issued a circular requesting general passen- 
ger and ticket agents to prepare and place on sale May 15, 
first-class round-trip tourist tickets to Colorado points. 
After stating the various routes over which these tickets 
can be issued, he calls attention to the fact that for this 
season’s business connecting lines are permitted to make up 
any combination of the various routes going or return- 
ing, so that by this means passengers will be enabled 
to go out by either of those routes‘and return by the same 
or either of the others. The rate of these tickets will be $30 
for the round trip from Kansas City, L2avenworth, Atchi- 
sen, FPlattsmouth and Omaha. The rate from 
Council Bluffs, Pacific Junction. East Nebraska City 
and St. Joseph via the Union Pacific or Burlington & Mis- 
souri River Railroad, will b2 25 cents more on single trip, 
and 50 cents more on round trip, whicb amounts should be 
added to the proportions due the Union Pacific or the Bur- 
lington & Missouri River, as the case may be. The sale of 
— —_— sbould commence May 15, and continue until 
Sept. 15. 


“RAILROAD LAW. _ 


Connecticut Railroad Taxation. 

The Connecticut Legislature has passed the bill reducing 
railroad taxes by making the tax on floating debts and bonds 
one-half of 1 per cent. instead of 1 per cent., as beretofore. 
The tax on stock remains at 1 per cent. on the market value. 
It bas not yet been approved by the Governor. 
Discrimination in Michigan. 

The bill to prevent ‘‘ unjust discrimination in local freight 
rates on railroads,” known as the Pennington bill, has been 
finally defeated in the Michigan Senate. 

Right of a State to Regulate Rates. 

In the United States Supreme Court in Washington, May 
7, a decision was rendered in the so-called Granger case of 
Neal Ruggles, plaintiff in error, vs. ‘The People of the State 
of Illinois.—In error to the Supreme Court of Illinois. This 
case arises out of the facts below set forth: On the 18th of 
March, 1873, Morgan A. Lewis, a passevger on a train of the 
Chicago, Burlington & Quincy Railroad Co., tendered Neal 
Ruggles, a conductor of that company. 18 cents as fare for 
his transportation from Buda to Neponset, a distance 
of six miles. This was at the maximum rate of 3 cents per 
mile prescribed by the statutes of Illinoisthen in force. The 
conductor demanded 20 cents, which was the fare fixed by 
the railroad company. Lewis refused to pay more than 18 
cents, and the conductor thereupon attempted to eject him 
from the car. For this act the conductor was prosecuted before 
a Justice of the Peace upon a charge of assault and battery 
and fined $10 and costs. The case was then carried up 
through the state courts by successive appeals, the railroad 
company sustaining the conductor and raising the question 
of the right of the state to interfere with its business bv 
fixing the rates of fare and transportation. A decision 
was finally rendered in favor of the state by its highest 
court, and the railroad company thereupon appealed to the 
Supreme Court of the United States. upon the ground that 
the act of the General Assembly of Illinois of Apri] 15, 1871, 
fixing a maximum rate of charges for the transportation of 
passengers on railroads in the state, was unconstitutional 
and void, because it impaired the obligation of the contract 
contained in the charters of the various companies which 
were merged into the Chicago, Burlington & Quincy Rail- 
road Co. by consolidation. This Court holds, first, that 
grants of immunity from legitimate governmental control 
are never to be presumed. On the contrary, the presump- 
tions are all the other way, and,uniess an exemption is clear- 
ly established, the Legislature is free to act on all subjects 
within its general jurisdiction, as public interests may seem 
torequire. A state may limit the amount of charges by 
railroad companies for fares and freights unless restrained 
by some contract in the charter. Second, that in the pres- 
ent case there is no such restraint. The state, it is true, has 
given the board of directors of the railroad company the 
“power to establish such rates of tolls for the 
conveyance of persons or property as they shall 
from time to time by their by-laws determine,” but such 
by-laws must not de repugnant to the constitution and laws 
of the state. If the state had not the legislative power to 
regulate the charges of carriers for hire the case would be 
different, but that question has been settled, and the 
amended charter which this company secured from the 
Legislature must be construed in the light of that estab- 
lished power. The judgment of the Supreme Court of 
Iilinois is affirmed, with costs. Opinion by Chief Justice 
Waite. Justice Harlan concurs in the judgment, but not in 
the opinion. Justice Blatchford did not sit in the case. 

A decision was also rendered in the case of the Illinois 
Central Railroad Co., plaintiff in error, vs. The People of 
the State of Illinois, which involved precisely the same 
questions which were presented in the preceding case. For 
the reasons given by the Court in its opinion in that case, 
the judgment of the Supreme Court of Dlinois is affirmed. 
Opinion by Chief Justice Waite. Mr. Justice Harlan con- 
curs in the judgment, but not in the opinion. 


OLD AND NEW ROADS 


Albemarle & Raleigh.—Regular trains are now run- 
ning over this road, on which track was laid last year, be- 
tween Tarboro, N. C., and Williamston, 33 miles. The 
line crosses diagonally the comparatively high land between 
the Tar and Roanoke rivers, which is about the best and 
most prosperous section of Eastern North Carolina. 


Boston & Maine and the Eastern.—in relation to 
the suit (reported by telegraph last week) to enjoin the lease 
of the Eastern Railroad to the Boston & Maine, the Boston 
Advertiser of May 4 says: 

‘“‘ The suit referred to as brought by the trustees of the 
Eastern Railroad, was brought, not by the trustees, as was 
incorrectly stated yesterday, but by Willard P. Phillips, 
cne of the trustees, against the Eastern Railroad Company: 
while W. C. Rogers and W. B. Bacon, the two other trus- 
tees, have taken no part in the matter.” 

Canadian Pacific.—A report comes from Montrea 
that this company has placed $10,000,000 additional land- 
grant bonds in New York and Amsterdam. 

In the Canadian Parliament at Ottawa, May 4, Sir 
Charles Tupper, in making his farewell speech as Minister 
of Railways, stated that he had the assurance of the Cana- 
dian Pacific Railway Co. that its line from Montreal 
to British Columbia would be in active operation by 
the end of December, 1886, tive years earlier than its 
charter calls for. The total length of the road, when com- 
pleted, will be 2,875 miles, on which 1,132 miles of track 
have been leid. The government, up to the present time, 
has paid in cash to the syndicate $6,625,000, in addition to 
the land grant of 1,879,000 acres. On the Thunder Bay 
and British Columbia sections, in fulfilling the terms of the 
contract, the government has expended $18,786,000; on 
the whole line the government, upto March 31, has ex- 








pended on construction $28,140, On the other hand, 
the Canadian Pacific Railway Co. has expended, on account 





(May 11, 1888 








of construction, $24,571,000 west of Callander, on branch 
lines. The government has the assurance of the company 
that $11,009,000 will be expended on the branch lines 
running north and south of the trunk line. 


Central, of New Jersey.—On May 4 a formal applica- 
tion was made to the Chancellor of New Jersey for the dis- 
charge of the Receiver and the restoration of theroad to 
the company. The Chancellor ordered a reference to ex- 
Gov. J. D. Bedle as Special Master to examine and report as 
to the condition of the company’s affairs, and the propriety 
of granting the petition. 

It is again reported that the terms of a lease of the road to 
the Philadelphia & Reading Co. have been concluded, and 
that the necessary steps to complete the lease will be taken 
as soon as the receivership is terminated. A draft of a 
lease guaranteeing 6 per cent. dividends on the Central 
stock has been submited to the Reading board. 


The Central Pacific and the California Wheat 
Crops.—In the course of an interview with a reporter of 
the New York Tribune last Tuesday, Mr. Charles Crocker, 
President of this company, said: ‘But I tell you the rain 
came none too soon. A short time ago | wrote to Mr. 
Huntington that our August dividend looked very dubious. 
But now there is no doubt about it. Why, do you know 
that three days after the rain first fell the receipts of our 
roads began to increase? Everybody had been afraid to 
move; merchants to make ventures or lay ir stock, and so 
on throughout all the branches of business. When the rain 
came confidence was restored. The matter of no crop ora 
good crop means a loss or a gain of $20,000,000 to Cali- 
fornia, and everybody shares in the distribution of that 
money when it is made.” 

** How is the Southern route doing ?” 

‘* Very well,indeed. We are carrying freight by water 
to New Orleans, and then forwarding it without delay by 
rail to California. We are saving shippers all the frequent 
delays that attend the transportation of goods by the other 
routes. Freight goes through on as close schedule time as 
passengers.” 

** How about the effect of the new route on Central Pacific ? 
Some rumors have it that you have transferred your inter - 
ests to the Southern Pacific ?” 

** That is not so,” Mr. Crocker replied. ‘‘ No one of us is 
selling out. I have sold a little Central Pacific, and I suppose 
my associates have sold a little more. Not at the Stock 
Exchange, remember; not a share there. But what has 
been sold would not be sufficient to affect the price. No, 
these stories are mostly ‘bear’ lies. The local business of 
Central Pacific is so large that it misses very little the diver- 
sion of some through freight by the Southern Pacific. More- 
over, the prosperity of the Southern Pacific is the prosperity 
of Central, for the former is leased to the latter for interest 
and taxesonly. The first few years, of course, the lease 
was unprofitable, but it has paid the Central Pacific for the 
last two years, and will yield a handsome profit for the four 
years which it hasstiJl torun. We are thinking of making 
a longer lease under different conditions ; say, give the Cer- 
tral Pacific a certain amount of the net profits of the 
Southern Pacific, but distribute all above that sum among 
the stockholders of the latter. Some such arrangement 
probably will be made when the present lease expires.” 


Chester & Lenoir.—Work is being pushed on the ex- 
tension of this road northward to Newton, N.C. Arrange- 
ments have been made to use the Western North Carolina 
track between Newton and Hickory. 


Chicago, Burlington & Quincy.—Denver (Col.) pa- 
pers report that this company’s engineers are surveying a 
line from Denver by Ralston, Rollinsville and James Peak 
into the Middle Park. They are said to have found a prac- 
tical route through a country almust entirely new, with no 
very heavy work except a tunnel at James Park. 


Chicago & Eastern Illinois.—In the litigation over 
the Chicago, Danville & Vincennes road in the United 
States Circuit Court in Chicago, May 1, Judge Blodgett 
entered an order referring the cause to the Master. Proof 
is to be taken of the amount of interest on first-mortgage 
bonds funded in 1873 and the amount of unfunded interest 
due at the time of filing the bill for foreclosure in Febru- 
ary, 1875; also the amount of past-due interest at the 
time of hearing before the Master. The Master is directed 
to take proof of the gross earnings and operating expenses 
of the road now in the possession of the Chicago & Eastern 
Illinois Co. from April 16, 1877, that being the date of the 
conveyance to Huidekoper, Shannon and Dennison, pur- 
chasers of the road at the sale under the decree. 

The net earnings are represented to be over $2,000,000, 
which the Chicago, Danville & Vincennes Railroad Co. 
claims should be applied upon the principal] and interest of 
the bonds. 

Proof will be taken in support of the claim of the Chicago 
& Eastern Llinois Railroad Co. to the title and ownership of 
the property as grantee of Huidekoper, Shannon and Denni- 
son. 


Clifton & Southern Pacific.—Track is reported laid 
on this road from the Southern Pacific at Lordsburg, N. 
M., northward 10 miles, and grading is finished for 35 miles 
further. 


Columbus, Hocking Valley & Toledo.—This com- 
pavy bas concluded an agreement with the Baltimore & 
Ohio for an interchange of traffic to and from Chicago. 

The company is said to be negotiating for a lease of the 
Ohio Central road. 


Concord.—Legal notice is given of application to the 
New Hampshire Legislature for an act authorizing the con- 
solidation of the Concord, the Concord & Claremont, the 
Northern, the Boston, Concord & Montreal and the Man- 
chester & Lawrence companies into one corporation. 
The consolidation will be considered at the annual meetings 
of the companies this month. 


Delaware & Hudson Canal.—At the annual meeting 
in New York, May 8, the stockholders voted to authorize 
the increase of the stock from $20,000,000 to 330,000,000 
for the purpose of retiring bonds as they mature. For this 
purpose $3,500,000 of the new stock will be at once offered 
to the present stockholders at par, payment to be made in 
monthly installments extending from June 15 next to June 
15, 1884; $1,000.000 will be issued in 1887, and the remain- 
ing $5,500,000 not until 1891. This settles the policy of the 
company as to the conversion of all its bonded liabilities 
into stock as they mature and can be paid off. 


Des Moines & Southwestern.—This company offers 
to extend its road from the present terminus at Decatur, 
la., to St. Joseph, Mo., provided the people of that city will 
give ground for station and yard purposes and the right of 
way into the city. 


Grand Trunk.—The following circular was issued by 
this company in London, England, April 20: 

‘* Since the union of the Great Western Railway with the 
Grand Trunk Railway Co. of Canada, the desire has been 
from time to time expressed on the part of many of the pro- 
prietors of the Great Western ordinary share capital, that 
means should be adopted to separate their contingent rights 
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beyond 8 per cent. from their rights toa fixed 3 per cent. 
dividend under the deed of union. Ina circular dated Dec. 
15 last, the directors of the Grand Truvk Co. referred at 
some length to this matter, and undertook to submit their 
views in regard to the whole question of consolidating the 
debenture and other stocks of the united company, as well 
as onthe question of the division thus advocated, to the 
tirst general meeting of the united company to be held in 
compliance with the deed of union in March, 1883. Ac- 
cordingly, it will be seen from the verbatim report of the 
proceedings at the general meeting, held on March 29, that 
the President stated the views of the board upon the whole 
subject, and consented, in submitting a resolution of Mr. 
Gramshaw, to the meeting, to forward to the Great West- 
ern shareholders « scheme of division, and ask their opinion 
as to whether they approved of it, and whether they wished 
it to be carried out. There was an obvious desire on the 
part of the sbareholders present at the meeting that this 
course should be adopted, and a general feeling that it 
would not be expedient at the present time to contemplate 
an application to the Canadian Parliament witb the view of 
the general consolidation of the varivus stocks of the united 
company ; and the directors, whilst themselves pre- 
ferring the more comprehensive scheme propounded at the 
meeting by the President, even though some delay should 
be inevitable before it could be carried into effect—think it 
it only right now to submit to the Great Western share- 
holders generally the question as to whether they would 
wish action to be at once taken in the matter of dividing 
their shares. If that should prove to be the case, the better 
way of carrying their wishes into effect would probably be 
by—(1). The formation of a trust. The trustees to be the 
President and two directors for the time being of the Grand 
Trunk Co. The two directors of company to be nominated 
by the board. (2). The transfer of the Great Western 
ordinary shares to the trustees so appointed, such shares to 
be registered in the names of and voted upon by the trustees. 
(3). The issue in exchange for Great Western ordinary share 
capital so transferred, of two classes of trust certi- 
ficates—(a) certificates representing the rights of 
the shareholders to the 3 per cent. per annum 
secured under the deed of union; (b) certificates represent- 
ing their further rights under the deed of union. The 
transfer of their shares to the trustees, fur the purpose of 
such division, would be optional with the proprietors of the 
Great Western ordinary share capital, so that those who 
prefer it would retain their present position as long as they 
might desire to do so: but shareholders, after transferring 
their shares, could not subsequently recall them, with a 
view to their being placed in their original position. It is 
estimated that the cost of establishing such a trust would 
be met by a contribution of one shilling per share by the 
proprietors participating therein. A form of assent to, or 
of dissent from, the general principle of the scheme of 
division above suggested is inclosed, which you are requested 
to sign and return, in order that the directors may be in a 
position to determine as to their further action.” 


Houston, East & West Texas.—This company makes 
the following statement for March and the six months of its 
fiscal year from Oct. 1 to March 31: 


March. Six months, 

CN EE SON AR I, AE TET $26,517 $158,725 
| RES EMP err ree me Be 10,251 59.239 
Net earnings sisi, Je mraeamm en $16,266 $89,486 
SRSUERT ON GHEE osc onckcctenssdbh acavabes diaiwckak) aha 35,000 
BID 5 00 gsiic0cccckewes skiientie eeemeeemeeon $54,486 


This surplus was expended in construction. The com- 
pany is now working 135 miles of road. 


Illinois Central.--The Traffic Department makes the 
following statement of the earnings of the road for the 
month of April : 





1883. 1882. Ine. or Dec. P.c. 
aero $463,307 $499,934 D. $36,627 7.3 
MEY o5 acccck ynwcnens 160,040 140,080 I. 19,960 14.3 


Southern Division... ...... 265,084 247,529 1. 17,555 7.1 
TONE so ec das cet ced $888,431 $887,543 I. $sss 0.1 
The Land Department reports for April, 1882, sales o 
4,809.33 acres for $20,702.68. Cash collections on land 
accounts were $14,690.98 during the month. 


International & Great Northern.—The Trinity 
Branch, formerly the Trinity & Labine road, is now in 
operation to Ogden, Tex., 66 miles east by south from the 
junction with the main line at Trinity. 


Kansas City & Southern.—Track has been laid on this 
road from Clinton, Mo., on the Missouri, Kansas & Texas 
road, southward to Jordan Springs, 4 miles. Work is in 
progress from Jordan Springs to Browningtown, 6 miles. 
The road is built on the old line graded more than 10 years 
ago for the Kansas City, Memphis & Mobile road, 





La Crosse, lowa & Southwestern.—This compan 
has been formed by the consolidation of the La Crosse & 
Southwestern and the Iowa & Southwestern companies. 
The projected line is from La Crosse, Wis., southwest 


through Minnesota and Iowa toa terminus not yet decided 
on, 


Lake Superior & Northwestern.—Tbis company has 
filed articles of incorporation to build a railroad from 
Dniuth, Minn., northwest to Red River at the mouth of 
Red Lake River. Several branches are also proposed, and 
the capital stock is fixed at $5,000,000. It is one of several 
projects for a line from Duluth to Red River Valley north 
of the Northern Pacific. 


Louisville, New Albany & Chicago.—This company | 
offers to its stockholders until May 14 the right to subscribe | 


for $1,000,000 new 6 per cent. general mortgage bonds hav- 


ing five years torun. The proceeds of these bonds are to be | 


Winslow, Lanier & Co., of New York, up to the close of 
business on Thursday of this week (May 10). The bonds 
were to be awarded to the highest bidders, 10 per cent. of 
the purchase money to be paid on award, the balance in 
three equal monthly installments, beginning June 14. 

Lake Shore & Michigan Southern 7 per cent. consolidated 
second-mortgage bonds to the amount of $1,250,000 are 
offered by Vermilye & Co., of New York, at 11844 and ac- 
crued interest. 


New York & New England.—lIn the suit between the 
State of Rhode Isiand, through its Treasurer, and the as- 
signees of the old Hartford, Providence & Fisbkill Co., the 
United States Supreme Court has decided in favor of the 
State, holding that the sum of $100,000 in dispute was a 
statutory penalty for the performance of a statutory 
duty, and that the state had a perfect right to act 
upon its own policy and prescribe itsown terms, as condi- 
tions of the powers and privileges sought from its authority. 
For these reasons the decree of the Circuit Court is reversed, 
and the cause remanded, with instructions to render a de- 
cree in favor of the state of Rhode Island for the sum of 
$100,000 payable out of the fund in court, with so much in- 
terest thereon, if any, as has accrued on the sum since Jan. 
1, 1872, which is the date when the amount became due. 


New York, West Shore & Buffalo.—It is said that 
this company has made two agreements with the New 
York, Lake Erie & Western Co., one_covering the right of 
way over the Suspension Bridge & Erie Junction Railway 
from East Buffalo Junction to Suspension Kridge. a distance 
of 23 miles, and the other covering the Erie International 
Railway from Suspension Bridge to the International Bridge, 
a distance of 4 miles. 

A contract bas been made for the use of the New York, 
Susquehanna & Western tracks between New Durham, 
N- J., and Marion Junction, about 7 miles. This will enable 
the West Shore to make direct connection with the Penn- 
sylvania Railroad and to run through cars in connection 
with that road. 


Northern Pacific.—Track on the main !ine is now laid 
to Gallatin, Montana, 29 miles west of Bozeman and 1,079 
miles from St. Paul. The work is progressing very rapidly. 


Ohio Central.—Negotiations are reported to be in pro- 
gress for a lease of this road to the Columbus, Hocking 
Valley & Toledo Co., with whose line it competes to some 
extent for business from the Hocking Valley coal region. 


Oregon Railway & Navigation Co.—A dispatch 
from Portland, Or., May 3, says: ‘* Considerable dissatis- 
faction is expressed by business men in regard to the pro- 
posed Villard railroad bridge below this city. The mer- 
chants fear that it will prove an injury to the harbor, and 
rather than take the chances they offer to subscribe $100,000 
to pay the cost of changing the route of the railroad, so as 
to make it cross the river above the city. The Board of 
Trade proposes to take action in the matter.” 


Philadelphia & Reading.—This company gives notice 
that all unpaid allotments and scrip for the deferred income 
bonds not fully paid by May 21, will be forfeited. Payment 
will be received in Philadeiphia or in London until May 19, 
inclusive. The company engages itself not to sell any of the 
deferred income bonds which may be forfeited at less than 
the issue price of 30 per cent., or $15 for a $50 bond. 

The Pottsville, Pa., Miners’ Journal of recent date says : 
‘* Mr. E. W. Buckholz, Engineer of the Philadelphia & 
| Reading Railroad, arrived in town on Thursday, and was 

joined by the assistants of his corp: Friday. Saturday they 
will begin the survey of the short route to Shamokin. The 
route that will be surveyed and which will in ajl probability 
be selected, runs from Pottsville to Mt. Laffee, through 
Mine Hill Gap, along Broad Mountain to Dyer’s Run, up 
Dyer’s Run about one mile toa point where a tunnel will 
be cut through the mountain, coming out on the north slope 
of Broad Mountain about 244 miles below the head waters 
of the Little Shamokin. The tunnel will be about two 
miles in length. The whole distance from Pottsville to 
Shamokin will be about 39 miles. The distance between 
these points by existing routes is, by the way of East Ma- 
hanoy Junction 60!¢ miles, and by way of Frackville 
39 miles. The opening of this new road will reduce the dis- 
tance from Shamokin to Port Clinton 20 miles. The open- 
ing of the new road from Shamokin to Lewistown will de- 
crease the distance between Shamokin and Williamsport 5 
miles, making a total decrease in the mileage between Wil- 
liamsport and Philadelphia of 25 miles.” 

In Philadelphia, May 8, an execution was issued against 
this company upon a judgment obtained by H. and A. 
Harris for the payment of $24,000 debenture scrip due 
July, 1882, which is still unpaid. The sheriff seized the 
mouey deposited by the company in the banks, but a motion 
for a stay of execution on filing security was to be argued 
May 10. There is $5,000,000 worth of scrip outstanding, 
and more suits, it is said, are to follow. 


Pittsburgh, McKeesport & Youghiogheny.— 
Work is progressing actively on this road. Only 200 ft. 
of the fakenal tis Pittsburgh remain to be completed. Three 
of the six spans of the iron bridge over the Monongahela at 





Homestead are in place, the iron trestle bridge over Wash- 
ington Run is finished, and work has been begun on the 


| bridge at Broadford. Tracklaying is in progress between 
| McKeesport and Boston. 


Richmond & Petersburg.—In Manchester, Va., May 
8, a tax collector levied upon 10 locomotives of this com- 
pany to satisfy a claim of the state for about 380,000 taxes 
and penalties. This action was taken by direction of the 
State Auditor, and for the purpose of bringing to trial the 
question of the right to levy taxes on the road. The com- 
pany claims exemption under its charter. 


Rio Grande & Pecos Valley.—Trains are now running 


used in paying floating debt, completing the Chicago & | regularly on this road from Laredo, Tex., northwest to San 


Indianapolis Division and increasing the equipment. 


Massachusetts Central.—The trustees of the first 
mortgage took formal possession of this road on May 4, and 
will at once give notice of the sale of the road, in pur- 
suance of the plan of reorganization. ‘he trustees will 
probably arrange with the Boston & Lowell Co. to operate 
the road as their agent. 


operates its own road, the lease to the Providence & 
Worcester Co. having expired. The company has also under 
taken to work the Hopkinton road under leasc® 


The two roads extend from Woonsocket, R. I., to Hopkin- | 


ton, Mass., 1544 miles. 


leased fora year to Wm. Webster, of Reno. e will at 
once resume the running of trains over the road, which has 
been suspended for some time. 


New Bonds.—New issuesof bonds are offered on the 


market as follows: 


Bids for New York, West Shore & Buffalo5d per cent. first- | 


mortgage bonds to the amount of $4,117,000, all remaining 
unsold of the total issue of $50,000,000, were received by 


Tomas, 27 miles. The road follows generally the course of 


| the Rio Grande, and has been built to reacb the coal mines 
| near San Tomas. 


St. Louis, Alton & Terre Haute.—The amended lease 


| of the main line and Aiton Branch has been approved and 
| ratified by the stockholders of the Indianapolis & St. Louis 
| Co., at a special meeting held last week. 


| 
Milford & Woonsocket.—From May 1 this company | the new track of this road from East Carondelet, Ill., to 


St. Louis & Cairo.—Work is now well advanced on 


East St. Louis, 6 miles, and the company hopes to bave it 
completed this month. The trains have heretofore used the 
East St. Louis & Carondelet track into East St. Louis. 

Work has been begun ona branch line from C>lumbia, 


Ill., to Georgetown, 14 miles, which will reach a number of 
Nevada & Oregon.—This road, which iscompleted for | 
a short distance from Reno. Nev., northward, bas been | 


coal mines and a large quarry. 

St. Louis, Harrisburg & Ohio River.—This com- 

any has been organized to build a railroad from the Ohio 
River, near Rose Clare, [l.,to Harrisburg on the Cairo 
Division of the Wabash, a distance of 26 miles. A further 
extension is also proposed to Eldorado, to connect with the 
St. Louis, Alton & Terre Haute road. The line will pass 
through rich deposits of iron ore in Hardin County. 


St. Louis & San Francisco.—The White River Branch 
is now completed to Chadwick, Mo., 7 miles southward 


from the late terminus at Sparta, and 35 miles from the 
main line at Spriogfield. 

A branch is reported tinished from Rogers, Ark., on the 
Arkansas Division, west to Bentonville, the county seat of 
Benton County. It is 7 miles long. 


Securities on the New York Stock Exchange.— 
The following securities have been put on the lists at the 
New York Stock Exchange : 

Atlantic & Pacific, $5.000.000 Western Division first- 
mortgage bonds and $3,750,0C0 income bonds. 

New York Central & Hudson River, 36,622,900 debt cer- 
tificates extended for 10 years from May 1, 1883, at 5 per 
eetit. interest. 

New York, Susquehanna & Western, $13,000,000 common 
stock, $8,000,000 preferred stock, $2,500,000 first-mortgoge 
bonds and $600,000 debenture bonds. 

Union Pacific, $5,000,000 collateral trust bonds, 5 per 
cent., dated April 2, 1883. 


Southern Pacific —A branch is to be built from the 
Nurtbern Division at Aptos, Cal., to Loma Prieta, mainly 
to reach a large body of lumber. 

On the Colorado Division track is now laid to the terminus 
on the Colorado River, a few miles above the Needles, 
where connection is to be made with the Atlantic & Pacific. 
This terminus is 2562 miles from the junction with the main 
line at Mojave, Cal., and 624 miles from San Francisco. 

South Florida.—A controlling interest in this road has 
been bought by tbe Plant Investment Co., which will un- 
dertake the extension of the line to Tampa. Stockholders 
of the Investment Co. control the Savannab, Florida & 
Western and the Charlestou & Savannah roads ¢.nd the com- 
pany has large interests in Florida. 

Union Pacific.—This company’s Greeley. Salt Lake & 
Pacific Branch is now completed to Penn Gulch, Col., 13 
miles westward from the junction with the Colorado Divi- 
sion at Boulder. 

Tbe Wood River Branch of this company’s Oregon Short 
Line is now completed to Hailey, Idaho, in the Wood River 
mining district, and regular trains will soon begin running 
to that point, which is 57 miles north of Shoshone, where 
this branch leaves the Short Line. 

The reply of President Dillon to the recent letter of the 
Secretary of the Interior, in relationto the balance claimed 
by the goverrment as due from the company, is as follows ; 
it is dated Mav 1: 

“Srm—Your letter of the 21st ultimo, stating the 
claims of the government upon this company bas 
had a careful consideration of its directors. The 
purpose ofthe company has been and is to discharge 
fairly and completely its obligations to the gov- 
ernment, and in explanation and justification of its view that 
there is due the company a sum largely in excess of the 
amounts claimed in your letter to be due to the government, 
it may be proper to state briefly the relations between the 

rties as they stoud at two different periods, namely, under 
its original charter before the passage of the so-called Thur- 
man act and under the amendment made by that act. 
Prior to July 1, 1878, when the Thurman act took effect, the 
company, under its charter, was entitled, for performing the 
postal service for the government,to fair and reasonable rates 
of compensation, not to exceed the amounts paid by private 
parties for the same kind of service. The government contend- 
ed that notwithstanding this provision, the Post-Office Depart- 
ment had the right to fix the compensation of the company 
upon its own view of what was reasonable and to the seme 
extent and in the same manner as its prescribed rates for all 
other railways. This question has been submitted to judicial 
determina:ion, and the Supreme Court of the United States 
bas disaffirmed the view of the Post-Office department and 
affirmed that of the company. There is, therefore, an ac- 
eount for postal services to be stated pursuant to this deci- 
sion between the company and the government up to July 1, 
1878, and if that account justly stated, shall leave, as we 
are confident it does, a very large sum of money due to the 
company, it would be a severe and hardly just cause for the 
government to claim that notwithstanding the sum thus due 
the company (upon which the government allows no interest) 
itwas its duty in disregard thereof to make 
the payments required by your letter in as- 
sumed compliance with the Thurman act, when, as will be 
seen hereafter, the actual amounts payable to the govern- 
ment under that act can only be ascertained when the ques- 
tion of what constitutes reasonabie rates for the transporta- 
tion of the mail shall be judicially determined: and when, 
after that has been so determined, the sum due to the company 
for postal services, prior to the Thurman act, will be defin- 
itely fixed and at once payable to the company. I[t should 
be added that, at the date in question, there was also u 
further admitted balance due from the government for 
otber services, which we do not refer to in detail, but 
confine ourselves to the question of postal services. The 
company has caused to be stated an account made up 
to July 1, 1878, upon the principle that the compensation 
should be fixed with reference to express service as being 
most nearly the ‘same kind of service’ referred to in its 
charter, and it results that the amount due from the gov- 
ernment is $1,684,991. Of this amount it is admitted by 
the governmeut that at the rates oe to be fixed as 
above by the Post Office Department there is due to the 
company $864,101, leaving in dispute the sum of $820,890, 

‘* The question whether the standard adopted by the com- 
pany isa sound one, remains for judicial determination by 
the Court of Claims, to which the cause has been remitted 
since, as declared by the Supreme Court. Some other ele- 
ments may possibly be shown which, if shown, would affect 
the question of reasonable compensation. 

“Next, as to the account between the government and the 
company since the Thurman act went into effect, down to 
the period ending Dec. 31, 1882, to which period the ac- 
counts stated in your letter are brought. The Thurman act 
prescribes no rate for postal services, but leaves the com- 
pensation therefor to be governed by the original charter. 
Tt prescribes by the fourth section that there shall be carried 
to the credit of a sinking fund therein provided for, on the 
first day of February in each year, one-half of the compen- 
sation for services (including postal service) renderea for 
the government (not yo under section 2 in liquida- 
tion), and, in addition thereto, there is to be paid into the 
Treasury to the credit of the sinking fund $50,000, or so 
much thereof as shall be necessary to the 5 per centum of 
the net earnings of its road, payable to the United States 
under said actof 1862, and the whole sum earned by its 
compensation for services rendered for the United States, 
together with the sum by this section required to be paid, 
amount in the aggregate to 25 perjcentum of the whole net 
earnings of said railroad company, for the year ending Dec. 
31, next preceding. Now, it is obvious that to determine what 
will constitute 25 per centum of the net earnings,the amount 
due for postal services must be ascertained. and the question, 
as above stated, is still pending for judicial determination 
as to the rates which shall constitute reasonable compensa- 
tion. Any ciaim, therefore, of the government for im- 
mediate payment under the Thurman act must be based 
either upon copjecture or upon rate of allowance for postal 
services fixed by the Post Office Department, which the 





Supreme Court has rejected, or upon the allowance for that 
service at express rates as claimed by the company. Adopt- 
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ing the rules thus claimed by the company, the directors 
have caused an account to be stated for the entire 
period after the Thurman act took effect down 
to Dec. 31, 1882, the period at which the 
account transmitted by you ends, which 
account it will furnish you if you de- 
sire. This account shows that the whole amount due the 
company for postal service during that period and upon the 
principles above stated is (cents omitted) $4,650,027. De- 
ducting from this the amount of postal services as fixed by 
the department (under the rules applicable to all ae 
roads), $1,911,138, leaves the sum in dispute between the 
company and the government for this period, $2,738,889. 
It is to be noted that your account does not credit the 
$69,358 paid in by the company in July, 1881, and referred 
to in your letter. 

“The sum stated above ($2,738,839), as will be seen, is in 
excess of the balance due the government, as stated in your 
letter (without taking into account the $820,890 due the 
company for postal services prior to the Tourman act as 
above), and it seems hardly reasonable to require the com- 
pany, under these circumstances, to pay the balance thus 
claimed by you until the question in controversy can be 
judicially settled. In submitting this, their view, the 
directors ask that any error of principle or detail, if such be 
found, may be pointed out by you and the same will receive 
their respectful consideratiow.” 

Waynesburg & Washington.—The trustees of the 
first mortgage on this road have taken possession of the 

road and will work it for account of the bondholders, It is 
a narrow-gauge line running from Washington, Pa., south 
to Waynesburg, about 31 miles. 

Western North Carolina.—Work is now so well ad- 
vanced in the Cowee tunnel that it is expected the parties 
working from the ends will meet this month. A force of 
convicts has been put at work on the west side of the Navta- 
hala in Cherokee County, about 40 miles from Murphy, in 
accordance with the contract with the state. 

West Virginia Central & Pittsburgh.—Track is re- 
ported laid to Blaine, West Va., 30 miles from Piedmont, 
and trains will soon ‘begin running to that point. Work is 
being pushed to Fairfax Stone, 47 miles from Piedmont. 

At a recent meeting of the board the President was 
authorized to have work begun on an extension from Fair- 
fax Stone southwest to the junction of the Beaver and Black- 
water rivers; also to havea line surveyed for a furtber ex 
tension southward to a junction with the Chesapeake & 
Ohio road. 
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ANNUAL REPORTS. 

The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the present volume of _ Railroad Gazette : 

Atchison, Topeka & Sate Fe. 7 26 iehi 


Bangor & Piscataquis. 
Boston, Barre & Gardn 





| eee 

issouri, Kansas & Tex 
issour! Pacific......... 
Boston & Lowell...... *; atchez, Jackson & Col 
Boston, Revere Beach ynn,, New Haven & Northampton... 7 
Bur., ¢ tedar Rapids & No....... “ane New London Northern......... 138 
c amden & Atlantie.............. N. Y. Cen. & Hudson River....7.8 
Canedian Government Roads. 28 N. Y., New Haven & Hartford. 22 
Contral RYANGR.....cccecccesees 231 N. Y., Ontario & Western...... 197 
Ce ntral he Lei denee ebieaeees 163 N. Y., Penn. & Ohio..... .. 213, 214 
— 23 Norfolk & Western.. 18 
1: Northern Central ....... 

a 122,142 Ohio & Mississippi. . aaakean 
icago, Bur. & Quincy .7 198, 240 Oregon Improvement Co... 278 

Chi, MIL & St. Paul 73, 187, 263, 265 . & 

















































Cincinnati, N. O. & Texas Paic.. 30 N. Y 
Cleve.. Col, Cin, & Ind....181, 183 Railroad 
Cleveland & Pittsburgh + 39 & Reading 





Connecticut River.. . 
Delaware & Hudson Canal. 100, 122 


Delaware, Lacka. & Western . .122 & Rochester. 


European & North American.. 22 & Worcester ......104 
Rn Chis a pcaune eee 0 & Pittsburgh. ....... 41 
Flint & Pere Marquette SRS 262 Iron Mt. &§ -167, 231 
Grane THGRE os ccccsccces . 58, 229 Louis & San Francisco. . 197 
Hannibal & St. Joseph ......... 163 St. L., Vandalia & Terre Haute.216 
Hartford & Conn. Western..... 7 St. Paul & Duluth............... 104 
ee an, Rrra onl Sioux City & Pacific. 213 
Houston & Texas Central 89 South Carolina. 39, 121 


Texas & Pacific 
Union Pacific 
Utah Central. 
Valley, of Ohio. 
me Virginia Midland . i sod! 
Le high g ‘onl — Navigation Co.. iss Wabash, St. Louis & Pac. 167, 180 
Pe Ned, ES 73 Western R. R. Association. 37 
Little Rock ry Ft. Smith West Va. Central & Pittsburgh. 213 
Long Island. .. woodstoc k 

Maine Central 
Manhattan 


Huntingdon & Broad to 
Iilinois Central .......16 
International & Great No 
Ke ntnc ky ( ‘entral Segewes 











Lake Shore & Michigan Southern. 


The mileage of road worked by this company at the close 
of 1882 was as follows : 





Miles. 

Main Lian: Baffalo to Chicago .....0 2.2.2.6... ee eee 540.49 
SONNE GUND i ccccwsccehewirnebeneens eis. s ¢. s0eyee 324.38 
Three proprietary roads, ‘wholly owned by this company. 160.07 
Total owned....... : 1,024.94 

Five roads leased. «;... 1*. foi 314.60 
Total worked 1,339.54 


There are 266,24 miles of second track and 536.60 miles 
of sidings, ‘making a total of 2,142.38 miles of track, 
whereof 1,361.49 miles are laid with steel and 780.49 miles 
with iron rails, 

For the first time in several years there has been an in- 
crease in mileage, the road worked having been increased 
from 1,176.82 to 1,339.54 miles, by the lease of the Detroit, 
Hillsdale & Southwestern, 64.80 miles, as from July 1, 1881 
(the lease being dated back), and of the Fort Wayne & 
Jackson, 97.42 niles, from Sept. 1, 1882; and by the ad- 
dition of 0.50 mile'to the leased Mahoning coal road. 

The general account, condensed, is as follows : 
Guaranteed stock, 10 eset i ccaisceeepe eosin css 


$533,500.00 
Common stock 


49,466,500.00 


TOUR GRO oss 5s cc Fic daicasccadcawenseeecees . $50, 
Re a ree 
Funded debt, proprietary roads......... ..... 
December liabilities, including 91,200,0 000 for 

equipment... . 
Dividend due Feb. 1, 188% 


000, 000,00 00 
4, 192,000.00 
1,524,000.00 


2,133,677.13 
1,016,005.00 
4,896,002.06 








Eile LAist nde wei eee Lame sass eae $102,761,684.13 
Road and equipment............. $83,669,000.00 
Proprietary lines............. ws 3,.348,600.00 
Jamestown & Franklin .......... 2,123,909.05 
Chicago & Canada ee 660,000.00 
Stocks owned......... 8,239,077.63 
|... eee 1,156.918.39 
Pacific Hotel, Chicago............ 428,212.50 
Valley Railway, advances........ 276,446.63 
General office and real estate ... 365,779,61 
RIN, cesatiss inn shout oe paeisionne 1,355,143. 
Uncollected earnings... .......... 604,311.89 
i Oe aa AR Re 534,274.95 





--— 102,761,684.13 
Stocks owned include $268,200 of the company’s own 
stock; also $14,050.000 preferred and $12,480,000 common 
stock of the New York, Chicago & St. Louis, bought since 
the last report for $6,527, 000, and charged at that amount. 
The funded debt consists of $13,044,000 sectional first - 
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mortgage bonds and $8,956,000 consolidated first- mortgage 
bonds, a total of $22,000,000 first-mortgage; $21,192,000 
second- mortgage bonds; $1, 524,000 first- “mortgage bonds 
on propristary roads; a total of $44,716,000, the yearly 
interest charge on which is #3,132,120, all the bonds bearing 
7 per cent. interest, except $200, 000 of the proprietary 
bonds, which bear 8 per eent. 

The company also pays interest on $840,000 leased line 8 
per cent. bonds and $852,000 leased line 7 per cent. bonds, a 
total of $1,692,000 bonds of leased roads, on which the 
yearly interest charge is $126 840. 

The equipment consists of 547 locomotives ; 120 first-class 
passenger, 33 second-class passenger, 21 emigrant, 9 smoking 
and baggage, 32 postal, 1: bagga e and mail and 61 bag- 
gage cars ; 10,091 box, 1, 568 stock, 290 oil, 1,970 platform, 
2,463 coal and 257 caboose cars’; 2 pay ears, 10 derrick and 
147 dump cars. 

Changes in passenger equipment were an increase of 20 
first-class passenger cars, of 3 postal, 1 baggage and mail 
and 6 baggage cars, and a decrease of 1 smoking and bag- 
gage car. 

Changes in freight equipment were an increase of 1,222 
box and 54 coal cars, and a decrease of 49 stock, 1 oil ‘and 
91 flat cars. In service cars there was an increase of 3dump 
cars. There was an increase of 15 locomotives. 

Some statistics of train mileage are as follows : 

1882, 1881. Ine. or Dec. P. ec. 

Total mileage of loco- 
pe 
Average per engine 


15,329,390 15,880,737 D. 551.347 
28,440 28,573 D. 1,133 


~~) 
or 





3. 

Cost per mile run .... 17.38 cts. 18.55cts. D. 1.17 cts. 6.3 
Revenue train miles : 

ere 2,237,427 2,910,400 I. 327,027 11.2 

Freight 7,269,723 7,704,800 D. 434 ‘877 5.6 

Total Se rer 10,507,150 10,615,000 D, 107,850 1.0 

Av. train-load : 

Passengers, No....... 72.2 Te 0.7 0.9 

Freight, tons. ef 269 3 271. 1 D. 1.8 0.7 
Per pass. train-mile : 

pesos paeicee .. 185. 59 cts 177.34 cts. I. 8.25 cts. 4. 
a eee 100.32 * 99. 66 I. 0.66 * 0. 

Net earnings finsinatacmets 85.27 * 77.68 ** 7a" 
Per fre want train mile: 

Receipts. . aMae 164.38 * maa Liaw 6} 

SN ijn. sdvudeawnsodars . 107 45 108.74 ‘ D. 1 31 * Z. 

Net earnings....... .... 57.95 “ 55.57 “ 2.38 * 4. 


From these figures it appears that locomotives ran last 
year 1.46 miles fur each revenue train mile. 
The traffic for the year was as follows: 





















Passengers carried: 1882. 1881. Ine. or Dec. P. c. 
— Ravadne gesceecs 25,26 122,155 I. poet 
eebeSaerrChinee. oe 3,559,851 I. 43° 3, 712 12.8 
ST eT 3,682,006 - 436,826 11.9 
Passenger-miles: 
OS eae 67,615,260 65,963,700 I. 1,681,560 26 
nna dmenah avs aeeee 159,453,698 141,989,515 I. 17° 464,183 12.3 
Nias vaisenkccuss “227, 098,958 207 953,215 i ~~ 49,14 145, 743 9.2 
Tons freight ¢ nee 
East-bound »892.118 5,133.657  D 241,539 4.7 
West-bound.. 4,303,420 4,030,851 I. 272,569 6.8 
acc vetesacdss 9,195,538 9,164,508 I. 31,030 0.3 
Ton-miles: 
East-bound........... -1,020,258,772 1,157,415,231 D. 137,156,459 11.9 
West-bound........... 72,609,452 864,360,237 L 8,249,215 0.9 





Width cksdszsnsvass 1,802,868,224 2,021,775,468 D. 128,007,244 6.4 

East-bound freight constituted 53.9 per cent. of the total 
movement last year, and West-bound 46.1 per cent. The 
average freight haul east-bound was 208.6 miles: west- 

















bound, 202.8 miles. 
The average receipt per unit of traffic was as follows, in 
cents : 

Per passenger-mile : 1882. 1881. Inc. or Dee. P.c. 
ee saDarhowe ssh aae 1.584 1.220 I. 0.364 29.8 
ince Mc ncanuce (pe 2.399 2.345 130.054 2 

Average of all........... 2.157 1.988 I. 0.169 8.5 
WR asvcanae oasdeuceeeesievese 1.166 1.120 I. 0.046 4.1 
Net receipts........ .... 0.991 0.868 I. 0.123 14.2 

Per ton-mile : 
ee eee reer .. 0.642 0.4592 I. 0.050 8.4 
ee 0.651 D. 0.041 6.3 
vassal ree 0.628 0.617 I. 0.011 1.8 
MI css crckes ates neeeients 0.413 0.414 D. 0.001 0.2 
Net receipts er .--. O.215 0.203 I. 0.012 5.9 


The cost of moving company freight, not earning revenue, 
last year, fat70.413 cent per ton-mile,Swas $267,677, 
the ton-mileage of such freight being 64,813, 808 miles. 

The earnings for the year were as follows : 

1882, 1881. Inc. or Dec. P.c. 
Freight .. cs ...$12,022,577 $12,659,987 D. $637,410 5.0 
Passengers......... 4,897,185 4.134.789 I. 762,396 14.6 














Expr SE 397,944 327,146 I. 21.7 
a sak, eens 713,241 699,416 I. 9 
aa cavavecn nee 119,514 91,392 I. 9 
SAS ee mes e 75.178 58,661 I. 0 

Total... sees eee G18,225,639 $17,9 71,391 1. $254.248 1.4 
Expenses......... . 11,057,807 11.278.429 D. 220,622 1.9 





$7,167,832 $6, 692,962 








Net earnings ... ... I. $474,870 | 
Gross earnings per. mile 14,306 15,621 D. 955 6.4 
Net 5,627 5,684 D. 57 1.0 
Per cent, of expenses. 60.67 62.76 D. 2.09 


Expenses include taxes, which last year amounted to 
$503,852 , or 2.77 per cent. of gross earnings. 

There were used in renewals 11.216 tons of steel rails, 2,479 
tons repaired iron rails and 663,905 new ties; 203.15 miles 
of track were ballasted with gravel and cinders. There 
were 22.36 miles of board fence and 39.75 miles of wire 
fence built. 

There were used in repairs of cars 1,880 new axles and 
11,797 new wheels; 58 new cars were built to replace old 
ones. 

The income account is as follows, somewhat condensed : 
Net earnings for 1882 e Gnesa\teockees cee $7,167,831.69 
Interest and dividends on assets..................... 98,391.62 





, REE RS Amen rrr vs aknane see .$7,266,223.31 
Interest on funded debt....... $2.714,§ 5.00 
Rental of leased roads a 357. 086 52 
Dividends, guaranteed stocks.. 53,350 .00 
Dividends, common stock, 8 per “cent... 3,957,320. 
—_———-—— 7,082,711 .62 





S 
—) 


: $183,511.69 


Surplus for the year. + reese 
- 4,712,490 .31 


Income account, balance, Jan. 1, 1882. 


I Tit: BE ei soi anes ecksnee s. walee $4,896,002 .00 
President Vanderbilt’s report says: ‘‘This company 
leased in perpetuity, as of July 1, 1881, the Detroit, Hills- 
dale & Southwestern Railroad, 64.80 miles, at a rental of 
$41,000 annually for two years, and after that $54,000 an- 
nually (4 per cent. upon its capital stock). 

** Also as of Sept. 1, 1882, in perpetuity. the Fort Wayne 
& Jackson Railroad, 97.42 miles, at an anonal rental of 514 
per cent. upon its preferred stock (rental, $126,027.88). 

“These leases were made, after long and — considera- 
tion, to protect the interests of the compan 

“The construction account stands at $66,500,000, the same 
aq = ba end of 1881. Nothing was charged to this account 

n 








(May 11, 1883 


“ The cunkement account was increased in 1882 from $16,- 


ing increase 1n equipment : 


Dec. 31. Dec. 31. 
1882. 18 831. Increase. 
DROUIN cn0.0 5606 vitnvecss m4 547 532 15 
Cintas cbbed, s5anen 60. “reiaseee ‘17,085 16 O18 1,067 


‘The capital stock of the company is $50,000,000, to- 


wit : 


Guaranteed (10 per cen‘.) 5,335 shares—$100....... $533,500 
ONE Soe, sa saieu cos 494. 665 shares— 100........ 49,466,500 
Nee sc. . 500,000 shares—$100...... $50,000,000 


** Of the ordinary stock the company owns $268,200, as 
stated in the balance sheet. 

‘** The usual annual contribution of $250,000 to the sink- 
ing fund reduces the first mortgage debt from $22,250,000 
to $22,000,000. 

‘*The second mortgage debt was increased from $14,665,- 
000 to $21,192,000 by the exchange of $6,527,000 second 
mortgage bonds for 140,500 shares preferr ed and 124,800 
shares common stock in the New York, Chicago & St. Louis 
Railway, a controlling interest. 

“While this involves an increase in our fixed charges of 
$456,890 per annum, it is believed the results will confirm 
the wisdom of acquiring the control of that road. 

‘The total funded debt now stands at $43,192,000, an in- 
crease of $6,277,000 in 1882. * * 

“The financial results, also the freight and passenger sta- 
tistics, condensed, for 13 years, since the organization of the 
company by consolidation in 1869, are grouped together in 
the following tables : 











EARNINGS, EXPENSES, ETC. 

Dividends, 

per share of $100. 
Gross Net Fixed 
Year. Miles. Earnings. Earnings. Charges. Earned. | Paid. 
1,013 $13,509,236 $5,140,415 $1,828,897 $9.60 $8.00 
1,074 14,898,449 5,118,643 2.121.164 8.37 S00 
,136 17.699,935 5,860.409 201.459 8.55 8.00 
177, 19 414,509 9,667,913 2,654,560 6.10 4.00 
177 17,146,131 765 3,008! 193 6.04 8 25 
177 14,434,194 2,810,294 2.20 2.00 
L177 13,919,177 2,759, 3.26 3.25 
177 13,505, 9 2.00 
177, —-13.979,766 4.00 
177 (15,271,492 6.50 
177 18,749,461 8.00 
177 -17,971,3¥1 8.00 
5274 18,225,639 8.00 
FREIGHT. 
: Receipt Profit 
YEAR Tons ; Tons per ton- per ton- 
yne mile. : : 
mile. mile. 





733. T.7r 
9: 24. 844. 140 
1,053,927,189 
oa 342,081 
236,161 
1, rf 33, 834,828 

















5 1,080,005.561 
oo 6,098, 445  B 340,467. §21 
re 7,541,294 
| 8.350.336 
1881........ 9,164,508 
1882 ......., 9,195,538 
PASSENGER. 
ee ae re i Receipt | Profit per 
YEAR ——— ——_ per passen- passenger 
; : ger-mile. | per mile. 
Cents. Cents. 
oe , Oe 2,065,440 160,500,114 .904 
87 2,046,428 142,684,243 .869 
2,212,754 .785 
2.845,163 .664 
3.096.263 .774 
3,170,234 .554 
3,119,923 75 
2,742,295 3 672 
5 .746,032 133, 702,021 1.012 
2'822,121 141.162.317 1.049 
3,313,485 176, 148. 767 1.049 
3,682,006 207,953,215 .868 
4,118,832 227,098,958 991 





“Tt isa noteworthy fact that im not one single year of 
the 12 have the dividends exceeded the earnings from 
trams ortation applicable thereto. 

Ihe freight statistics show a slight increase—31,030 
tons—in freight moved, and a trifling improvement in the 
average rate per ton-mile—0.628 cent in 1882, against 
0.617 cent in 1881—but the average distance traveled was 
but 20.68 miles, against 220.6 miles in 1881. This resulted 
in a decrease of $637,410, or 5 per cent., in earnings. 

‘* A gratifying feature of the freight business this year 
is the proximity to an equality in tonnage east-bonnd—54 
per cent.—and west-bound—46 per cent. The percentages 
in 1878 were respectively 74 and 26; since then a steady 
and rapid improvement in west-bound freight has brought 
it up to nearly one-half the entire movement. 

‘‘The earnings of the passenger trains, from passengers, 
mails and express, show an increase in 1882 of $847,019, 
which is 16.4 per cent. The remarkable increase of the pas- 
senger traffic can best be shown by the subjoined figures, 
giving the earnings of the passenger trains: 1882, $6,008,- 
370; 1881, $5,161,351; 1880, $4,541,961; 1876 (Centennial 
year), $4,428,448. 

“The movement of both freight (9,195,538 tons) and pas- 
sengers (4,118,832) in 1882 was the heaviest in the history 
of the ey: notwithstanding the partial failure of the 
crogs in 1881. 

. Notwithstanding the fact that the exceptionably heavy 
passenger business required an increase of passenger train 
mileage of 327,027 miles, or about 11 percent., operating ex- 
enses show a decrease of $220,621. 

‘ There were laid in the track last year 11,216 tons steel 
rails, against 10,765 tons in 1881. Not a single accident to 
either passenger or freight trains this winter can be charged 
to a broken rail. The road and equipment have been main- 
tained at their usual high standard, and the entire cost 
thereof charged to operating expenses, The expenses, in- 
ae taxes, were 60.67 per cent. of the earnings, against 

2.76 per cent. in 1881. 

“The earnings for the past year show a steady recovery 
from the depressing influence of the struggle between the 
trunk lines, and indicate a healthful growth of business. 
The development and prosperity of the country keeps pace 
with, if it does not exceed, the facilities afforded by the 

ope of new routes. The earnings for the first quarter 

1883 are so much larger than for the corresponding 

period of 1882 thata much more favorable report is antici- 
pated for the coming year. 








150,000 to $17,169,000, increase $1,019,000 for the follow- 
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